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> Jim Whipple — CAR LIFE 


"Ten Years Ahead of its Time” 


“Your first look at the CITROEN DS 19 tells you that it’s different ...the sloping 
nose, underslung air intake, long low body and narrow pillars, the rear turn 
indicator lights streamlined into the roof...all these things give the DS 19 a 
marked resemblance to the sketches of dream cars...but nothing about this 
amazing car prepares you for your first drive.” 


> Pete Molson —MOTOR TREND 


“Left Incoherently Babbling in Wonderment.” 


“Hunt up the worst road available...one with big bumps, dips, as we did, a one 
lane dirt track rutted by mountain storms and totally unmaintained...and you 
can hurl CITROEN over it with only occasional light thumps from the under- 
pinnings. Three consecutive carfulls of our own passengers were left incoherently 
babbling in wonderment. So what is there to say? It has to be experienced.” 


» Ben West — SPORTS CARS ILLUSTRATED 


“A Riding Comfort and Safety that must be 
Experienced to be Comprehended.” 


“Suspension characteristics are certainly the most outstanding encountered... There 
is French legend that should a CITROEN be accidentally driven off a mountain 
bend, into thin air, the driver needs only sufficient power at the front wheels to bring 
him safely back to the road. After five days of testing the DS 19, this tale does not 
appear too ‘far-fetched’.” 


> ROAD TEST REPORTS 


from the EXPERTS on the 
DS-19 
é a 





the new CITROEN 


The DS-19, distinctively French... Unmistakably CITROEN, 
combines chic Parisienne elegance with the 





FREE! Send For 
Complete ROAD TEST Reports! 


road-hugging power of a Monte Carlo Winner. 
See the DS-19 in the Citroen Showrooms today, where the 
most advanced expression of automotive design awaits you! 


FOR CITROEN DEALER NEAREST YOU, WRITE THE DIRECT FACTORY BRANCH: 


CITROEN CARS CORPORATION 


300 PARK AVENUE, NEW YORK, N.Y., ELDORADO 5-2872 
8423 WILSHIRE BLVD., BEVERLY HILLS, CALIFORNIA, OLIVE 3-4745 
s 
THE CITROEN DS 19 IS THE ONLY CAR, COMBINING AS STANDARD EQUIPMENT ALL 
THESE EXCLUSIVE FEATURES: FRONT-WHEEL DRIVE—MONO. HELL BODY ® NEW DS 19 
OHV ENGINE WITH DUAL THROAT CARBURETOR @® POWER DISC-BRAKES ® INDEPENDENT 
FRONT AND REAR BRAKES ® CENTRAL HYDRAULIC SYSTEM WITH AUTOMATIC CLUTCH 
AND AUTOMATIC GEAR-SHIFT ® CITRO-SAFE® “NO SPOKE”’ STEERING WHEEL @ SAFETY 
DASHBOARD ® EXCLUSIVE CENTRAL FIXATION OF THE WHEELS ® LOWEST CENTER OF 
GRAVITY e UNIQUE CITMATIC® AIR-OIL SUSPENSION...THE ONLY SUSPENSION 

THAT ACTUALLY FLOATS YOU ON AIR OVER THE ROAD! 
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Suddenly you two are coming closer and closer te everything- your 
racing hearts have ever wanted... in the compact, disc-braked superi- 


ority of the Triumph TR 3. 


Let her out — flat out — on the open road and feel it in your own hands. 
At 100 plus that wheel tells you the invisible railroad track is still there 


... that here, at last, is a road-hugging ability equal to high speed 
performance. 


Add to all this excitement precision roll-free cornering . . . the positive, 


quick-snap, ultra-short gear lever...and you’ve spelled out real 


driving. Add the constant reliability of Girling disc-type brakes* and 





lightning acceleration (0-50 in 8 sec.) for security...and you’ve spelled 
out Triumph! 


Get in on this road-hugging now .. . see your Triumph dealer! 


STANDARD-TRIUMPH MOTOR COMPANY, INC., Dept: G6 * 1745 Broadway, (at 56th St.), New York 19, N.Y. 








$2625. plus tax and license at U.S. ports 

of entry. (Slightly higher West Coast ports.) 
Wire wheels, hard-top, rear seat and 
overdrive optional extra 

SPECIFICATIONS: 

BRAKES: Girling disc brakes on front wheels 
TOP SPEED: 110 MPH 

MILEAGE: up to 35 MPG 

ENGINE: 4 cyl. (OHV) 1991 ce 

OUTPUT: 100 BHP 
ACCELERATION : 0-50 in 8 sec. 
MAINTENANCE: 

Parts and service 

available coast to coast! 
Free Brochure and 

dealer list on request. 





Write now — for fun! 


‘A Triumph-plus ...as standard equipment. 
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STAY ON TOP 


OF THE FIELD 


EVERY MONTH 
BY SUBSCRIBING 


TO 
PORTS CARS 


ILLUSTRATED 





Keep posted on everything new and exciting 

in the sports car world by reading every issue of 
SPORTS CARS ILLUSTRATED. Top-notch, 
informative articles by the world’s leading automotive 
writers will keep you posted on the results of our 
own rigid road tests . . . technical breakdowns of new 
equipment . . . race, rally and meet results... 
how-to-do-it tips. 


Subscribing is the only sure way to get every helpful and enter- 
taining issue of SPORTS CARS ILLUSTRATED. So why not fill out the 
order form below today and join the nation’s best-informed sports 
car enthusiasts ? 


SPORT CARS ILLUSTRATED « 366 Madison Ave. « New York 17,N. Y. 


SPECIAL ORDER FORM 





Please enter my subscription 
to SPORT CARS ILLUSTRATED as follows: 


()3 YEARS $10.00 (|| 2 YEARS $7.00 ([]1 YEAR $4.00 
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USE THIS 
HANDY COUPON 


except Canada, $1.00. 


TO SEND IN 0 REMITTANCE ENCLOSED ) I'LL PAY WHEN BILLED 
YOUR ORDER sate ; 
—TODAY! “Renae aa GE ne 
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V-W 


GEAR 
SHIFT KNOB 





Shift pattern 
clearly 
indicated. 


For parking lots, etc. $2.25. 





V-W OR 
PORSCHE 
SPARE 
WHEEL SS 
TOURIST ~ 1 — ) ~ 
TOOL KIT 


Clamps on spare wheel. $22.50 


OIL 
TEMP. 
GAUGE 


Fits most 
cars. 
Centigrade and Fahrenheit indicator. 
Black Dial, White Letters. 
$18.00 


ACCESSORIES 
11704E VENTURA BLVD. 


STUDIO CITY 4, CALIF. 


YOUR HEADQUARTERS FOR PORSCHE 
AND VOLKSWAGEN ACCESSORIES 


MOTOR OILS 


CHOICE OF 
CHAMPIONS 





Englebet 
TIRES 


FOR STREET 
OR COMPETITION 











very sincerely yours: 


Sebring 12 Hours of Endurance in the June issue, in order to 

get out a report on what happened as soon as possible. To do 
this we had to hold up a page form and do a rush job on the story. 
The result was not as good as it could have been. 

This year we decided there was no point in lousing up a really good 
story just to slam into print a running account of something everybody 
knows about anyway. Instead we have covered Sebring '57 in depth — 
rather than reporting what happened we have gone to some pains to 
find out why and how various things occurred. We wanted to find out 
the complete story behind the teething troubles of the SS Corvette 
which we can say is potentially one of the world’s hottest sports cars. 
We also wanted to discover as much as possible about the Ferrari and 
Maserati armaments for the coming year. Putting this mass of informa- 
tion together takes time but it’s worth it as you will see next month. 
Anyone who can read a newspaper or weekly news magazine knows 
by now who won and who lost. But if you want to know why they won 
or lost, join us in next month’s issue when we give you the dope on the 
cars that faced the world’s toughest car-breaker. 

* * a & * 


, year ago we covered America’s premier sports car race, the 


Speaking of car-breakers we have a preview in this issue of something 
that promises to be a real test of machinery. For the first time since 
World War Two a real international challenge is shaping up between 
American and European racing equipment on an equal footing. 
Scheduled to take place on the banked 2.5 mile oval at Monza late this 
month — the 29th to be exact — it should be a real hair-raiser. SCI’s 
roving correspondent Hans Tanner tells us that the subsurface under 
the slabs was not allowed to settle with the result that each slab sinks 
as the car runs over it. This gives a rather interesting effect in that the 
front wheels have to bounce up onto the next slab while the back 
wheels drop down off the preceding slab. As Hans puts it the over-all 
effect is something like barreling up and down the city hall steps for 
three hours at 160 miles an hour. We’ve handicapped the race in our 
lead article this month, pointing up the advantages and disadvantages 
of each type of machine, As of this writing everything is set except for 
the posting of the starting money — an Italian responsibility. If they 
don’t put up, it'll be no race. However they want to win this one 
perhaps more than any other race except the deciding Grande Epreuve 
so the chances are better than six, two and even it'll come off. 

+ * * oa * 

Getting back to Sebring for a moment, there were a couple of items 
gave us pause. When GM does things they do them in a great big way, 
even their mistakes (for which, considering their “new boy” status in 
racing, they can be forgiven.) They were ready for everything except 
going fast — they had more executives, specialists, press-agents, stylists 
and camp followers than one could readily count. They also had a 
couple of red hot and proven hardtop Corvettes, the SR-2 show car 
and a thoroughly unproven star — the beautifully executed SS. It was 
a wonderful organization; everybody had a job and one job only. 
Jurisdiction was rigidly adhered to, even unto painting numbers on 
cars (styling). And the result was chaos. 

* e * . * 

Incidentally, if you’ve turned to the center of the magazine and 
missed the monthly LaTourette cutaway, it’s up front on pages 28 and 
29. Alfred of New York decided he liked SCI seven four-color pages 
worth. For which we're properly grateful. So buy a shirt, huh? 

—john christy 










es 








letters 


rapier fan 
Dear Editor: 

My present car is a Sunbeam Rapiei 
with just over 8000 miles on the odo- 
meter, It is the first semi-sports car that 
I have owned and it fills the situation 
very well. My wife and I are, I suppose, 
“middle aged” but we both enjoy driving 
- having driven to Vancouver B.C. on two 
occasions, once in a Renault 4CV. I 
wanted a car with instruments and the 
wife wanted one with comfort. The 
Rapier has both, It may not be a bomb 
as sports cars go, but it cruises at 60 to 80 
and is very nice to drive. 

Oh yes, enclosed please find my sub- 
scription to your excellent magazine. 
Carry on with your good work, 

Sincerely, 

John M. Dexter 
Burritt’s Rapids 
Ontario, Canada 


shoestring racing 


Gentlemen: 

1 am looking for a cheap racing special 
that would be easy to race and build. A 
Formula III car would be the thing to 
build, but for lack of competition in the 
500 class here in Ontario, it just wouldn’t 
be worth my while. Do you think I could 
build a car for Class H on the same lines 
as the Cooper 500, that, is, a Vincent twin 
motorcycle engine, a Burman box and 
Fiat suspension parts, etc. What do you 
think? 

Yours sincerely, 
Graham Hill 
Ontario, Canada 


Why not try the new Canada Class? This 
is a natural. Story on it appears in this 
issue.—Ed. 


fast shuffle 
Dear Editor: 

Got a '56 XKI40MC Jag. Love to tinker, 
but can’t. Reason: can’t get a shop manual. 
Can, and do, however get the old shuffle 
—shuffle when I ask for one. Seems Cov- 
entry hasn’t issued this information. When 
I ask if local mechs are feeling their way, 
I get the shifty: eye and the brush. Can 
you tell me whether such info is available? 
Where? How? 

Sincerely, 

Al Riedel, 

Los Angeles, California 
If the distributor in Los Angeles can’t or 
won't help, maybe Jay Chamberlain in 
Burbank can help out. If he can’t get you 
one, try writing to Jaguar Cars Ltd., 42-50 
21st Street, L1I.C., New York, attention of 
Mr. McErlain.—Ed. 


continued on next page 





Your order shipped/acknowledged the same day received 
PPB cas Robert aeamny, Inc. 8 Ellery St. Cambridge 38, Mass. 


with every purchase of 
Sa $12.00 or over! 
THE BIG RACE 
BEST ACTION ILLUSTRATIONS EVER! 


The Road & Track reviewer says: 


$4.00 


regular price 


“Printed in Germany and described 


Tas STOR) OF ReTeR BACh\G. as ‘the story of motor racing’ this 216-page book written by Ernst 


128 full page illustrations 


of illustrations by Carlo Demand are alone worth the price of the book—vshey are absolutely sensational 
Arranged chronologically, and carefully indexed as to subject, these illustrations portray motor racing's 


progress . 


Rosemann includes 88 pages of well-written text . . 
than found in any other account we have read. The |28 pages 


Every prominent or outstanding car is 


much better 


shown in its respective era Gives the story 


behind every big race from the first, and covers the careers of some of the most exciting names in racing 
history. The beautiful action illustrations depict some of the biggest moments in the biggest races, described 
in many cases by the actual drivers themselves. Mercedes-Benz ‘52 to °55 racing covered fully. 10.8’” x 7.3”. 
36 The Big Race (on book purchases less than $12.00) $4.00 





FREE with every purchase of $6 


Regular Price $2.00 


Partial Table of Contents: My Year with Ferrari, 


w Mille Miglia The Hard Way; The Performance of 1,500 c.c. Sports Cars in 


1956 Racing; Production Car Racing; Le Mans—The 


and B.R.M.; Cars of 1957; Gas Turbine Cars; Road Test Reflections, by John 


Bolster; The Grand Prix Gordini; The B.R.M.; 750 S$ 


Cooper and Lotus, by Theo Page; The D-Type Jaguar; Page in the Paddock— 


Silverstone; Jaguar XK-140; Austin-biealey ‘‘Six’’; Bentley ‘‘S'’; Modified Volks- 
wagen; Mercedes-Benz 190SL; A TR2 Plus; Lancia Aurelia; Denzel; Aston Martin 
DB3S; Austin 105; A Pair of Porsches; ‘‘Alpine’’ and ‘Monte.’ 


12 High Performance Cars ‘56-'57 (on purchases less than $6.00 $2.00 


.00 or over 
High-Performance Cars ‘56-57 


Cars 





by Peter Collins; Covering 
Winning Jaguar; Vanwall 


Ferrari; A. C. Ace Bristol; 





Third FREE Offer! Order $18.00 or more worth of books on coupon below and 
get both The Big Race and High Performance Cars ‘56-'57 FREE! lf you 
already have one of these ask for our Surprise Substitute! 








Colin Campbell . . .” Our 
systematic treatment of the 







peett 


coLiN CAMPEe 





man's language. Partial Table of Contents 

Sports Car; Engine: Cylinder Head Design; Engine: Induction and Exhaust; 
Engine: Miscellaneous Components; Engine: The Trend of Design; Road-Holding; 

| Suspension; Chassis & Body; Transmission; Brakes; Tuning; Performance; Future 
Development; Glossary of Technical Terms; Index. 


THE SPORTS CAR: 


ITS DESIGN AND PERFORMANCE 
by Colin Campbell 


Money Back Guarantee! Order on Coupon Below! 
The Technical Correspondence Editor, January issue Road & Track, in answer 
to a request for a good reference book on suspension and chassis design says 
by far the best book is The Sports Car 


Its Design and Performance, by 
fastest selling sports car book. The first thorough and 
sports car from a technical point of view, yet in lay- 
. Chapters: Development of the 





18 Three-Pointed Star: The Story of Mer- 
cedes-Benz by David Scott-Moncrieff with St. John 
Nixon and Chatae Paget. Far-and-away the best 
book on the Mercedes. 54" x 814”, 478 pages, 78 
ae Se EE OE $7.50 
4l Maintaining The Breed by Johnny a 
ley. Up-to-date, expanded edition of the great saga 
of MG racing cars. New, improved format! Out of 
print last 2 years. Published Sept. 1956. 178 pages 
loaded with photos and drawings plus an appendix 
on tuning! Every sports car enthusiast, no matter 
what's in his stable right now, has a special soft spot 
in his heart for the MG $5.00 
20 Pursuit of Victory by Karl Kling. Autobiogra- 
phy of a leading German driver who has had a full 
and varied career in motor sport, beginning with 
Daimler-Benz in 1936. 90 ranges majority 
never before published........ $4.00 
37 Juan Manual Fangio, World Champion. 
Here is the inside track on the master’s outstanding 
abiliry and expert knowledge of the various racing 
circuits. An intimate study of the life and character 
of Fangio, World Champion Driver. Will delight 
all lovers of motor racing. Lavishly illustrated 
and well-produced ..$5.00 
56 “MOTOR” Yearbook 1957 $4.50 
77 Racing Sports Cars. Brand new by authors of 
Drivers in Action and packed with racing thrills. 


83 Press on Regardless. “One of the most 
entertainingly funny books about sports car people 
you've ever read.”” Road & Track.. $2.95 
78 The Racing Car: Development and Design. 
From 1895 to 1956. After ammennaks Grand Prix 


Car, the best summary.. ‘ =ss-GOUNO 
40 Blackwell Calculator, Mk 1 $4.50 
42 Blackwell Calculator, Mk 2 $7.50 
43 Blackwell Calculator, Mk 4 $12.50 
46 Blackwell Calculator, Mk 5 $9.00 
47 Stevens Rally Indicator $7.50 


17 Sports Car Rallies, Trials and Gymkhanas. 
First book on subject. Big 82" x 11” size... $5.00 


5 Tuning for Speed and Economy $4.00 
6 Drivers in Action. $3.50 
99 MG Workshop Manual. $7.50 


7 Sports and Classic Cars. $12.50 


155 The Sports Car: Its Design and Performance $6.50 
141 Grand Prix Car, Volume 1 by Pomeroy 
142 Grand Prix Car, Volume 2 by Pomeroy 
143 Grand Prix Car, 2 volume set $32'50 





163 Automobile Year 1957 (Annual Auto 
mobile Review from Switzerland). Better than 
ever! This is the most luxurious and fascinating 
review of motoring, sport, racing and design 
compiled by the greatest specialists. Hard Covers 
914"x 12". Supplies limited. Buy this from 
Robert Bentley and you get a free copy of High 
Performance Cars 1957 or count toward your 











FREE copy of The Big Race $9.95 
38 From Veteran to Vintage by Karslake and 
tom Highly praised Aug. R & T $8.50 
151 Modern Sports Car by McCahill $3.95 
138 Design and Tuning of Competition En- 
gines by Philip Smith $7.50 
115 Cer Driving As An Art by Sammy Davis 

$3.00 
76 Automobile Chassis Design $7.50 
15 Caracciola | autobiography $4.00 
13 Targa Florio $4.00 


28 The High Speed Internal Combustion En- 
gine by Ricardo. The classic work $11.00 
100 Tuning and Maintenance of MG’s $4.00 
161 The Volkswagen Story, Beyond Expecta- 
tions $4.00 
175 Stirling Moss’ Book of Motor Sport $3.00 
{5 Avuvtomobile Engineer's 
Reference Book. 57 British 
automobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 pho- 
tos in 30 main sections cov- 
ering every aspect of the design 
and production of motor cars. 
Buy it from us and get «a free 
copy of both The Big Race 
and High Performance Cars 
1957 $20.00 
i8 Austin Healey 100 Fac- 
tory Service Manval. Thru 
‘56. A must for the Austin- 
Healey owner $8.50 
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6 7 12 13 15 17 18 20 28 36 37 38 40 
41 42 43 45 46 47 48 56 78 83 99 100 115 


| I enclose $ 


141 142 143 151 155 161 163 175 76 


| 
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For the VW 


1956 and Later Models 


@ GAS LEVEL GAUGE 
@ OIL TEMP. GAUGE 
= AMMETER 


ALL IN ONE 2%” CHROME CASE 


= The world’s most compact, all- 
electric instrument made especially 
for the VW and Karmann-Ghia. Ac- 
curate and reliable operation. Easy 
installation. Fits right into dash- 
board. Complete step-by-step instal- 
lation instructions. 2%” chrome case. 



















ANNOUNCING THE SENSATIONAL 


MotoMeter 3-In-l 
Dash Instruments © 


SEPARATE, FULL-SIZE INSTRUMENTS ALSO AVAILABLE 


Fuel Level Gauge, with Warning Light, 
For 1956 VW and Later $16.95 





Precision Ammeter 4.95 
Oil Temperature Gauge 10.75 
Chromed Under-Dash Mounting Bracket 1.75 





















VW Iliustrated 


* 4-Barrel 
Others: 2-Barrel 


VW* - PORSCHE* 
190-SL - BORGWARD 
XK-140* - ALFA ROMEO 

DAUPHINE - 4-CV 









190-SL 














For ANY Car! 


AUTOMOTIVE 
INDOOR-OUTDOOR 


we air 
Thermometer 


@ Now available in America! The world’s only 
Indoor-Outdoor Automotive Thermometer. In- 
dicates inside and outside air temperatures. 
Warning Light automatically signals ice con- 
ditions on the road. A terrific safety device! 
The instrument is illuminated, and can be 
installed in ANY car. 25%” chrome dial. 


TH-311-6V (For 6-Volt Systems) $9.95 
TH-311-12V (For 12-Volt Systems) $9.95 
Chromed Under-Dash Mounting Bracket $1.75 
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FOR TERRIFIC GET-AWAY! FOR ECONOMY! 


ABARTH 


Free-Exhaust 
MUFFLERS 


= Step up your engine power enormously 
with this revolutionary, free-exhaust muffler 
by ABARTH of Italy, makers of the systems 
used on the Grand Prix Ferrari, Mercedes, 
Alfa Romeo, Maserati and other febulous 
cars. ABARTH-equipped cars attest to the 
absolute dependability, power increase and 
economy of this World Championship system 
in strenuous racing, as well as daily street 
use! ABARTH has no diaphragms, baffles or 
double-circuit flow paths. The dual wall, 
with Fibre-Glass core, transforms exhaust 
noise into a deep, pleasant tone. The ABARTH 
system fully removes exhaust gases and 
permits efficient entry of unexploded mixture, 
prolonging the life of pistons, rings, valves, 
etc. Don’t delay! Drive the ABARTH way. 


FROM MOTOMETER OF GERMANY 


Competition - Type 
Tire Testers 


@ Correct tire pressure is vital for top acceler- 
ation, peak performance and proper cornering 
technique. MoTest gauges are accurate and 
rugged instruments with Calibration Control. 
They can even be used as Master Gauges! 
Capillary-type, as shown, 9-43 lbs.* $2.95 
Clock-type, 2” dial, 10-50 pounds* 1.95 
Clock-type with 16” hose, 10-50 lbs.T 3.50 
“Including Genuine Leather Pouch 
tIncluding Snap-Cover Box 


Write For Booklet » Dealer Inquiries Invited 
FISHER PRODUCTS - 21-25 44th DRIVE - L. I. CITY 1, N. Y. 








letters 


by wire 


CONGRATULATIONS ON BEAUTIFUL 
FEBRUARY COVER, BUT HOW COME 
YOU DIDN’T MENTION NUMBER 54 
D JAGUAR BEING DRIVEN BY THAT 
LIVING DOLL JACK DOUGLAS. WE 
ARE CRUSHED. 

BETTY BRUCE, PRESIDENT 

JACK DOUGLAS FAN CEUB 

HOLLYWOOD, CALIFORNIA 


new club 
Dear Sir: 


Will you please inform your readers of 
our newly established Long Island Euro- 
pean Car Club: Membership is limited to 
owners of forcign cars. We plan all the 
usual club activities including rallies, 
gymkhanas and social events. Persons in- 
terested should contact me at 29-18 39th 
Avenue, Long Island City, N. Y. 

Sincerely, 
John G. Harris, President 
L.I.C., New York 


more films 


Dear Sirs: 

We've noticed the interest of your fans 
in sports car movies and would like to 
inform them that we have available films 
of all recent important events. For further 
information, get in touch with us. 

Yours truly, 

Alex Xydias 

So-Cal Productions 
1104 S. Victory Blvd. 
Burbank, California 


long haul 
Dear Sirs: 

I am about to embark on a trip to Penn- 
sylvania during which I will be towing my 
‘56 Austin Healey and driving a station 
wagon. I would like to know if anything 
need be done to prepare the A.H. Should 
I put some of the baggage in it for added 
weight? I’m presently running 26 and 28 
psi in the front and rear tires—should it 
be lower for towing? 

Yours truly, 
Richard F. Snyder 
Bergstrom A.F.B. 
Austin, Texas 


The ideal way, of course, is to use a trailer 
but these items are scarce and practical 
only for the guy who races constantly and 
consistently. For a short haul, say up to 
40 or 50 miles all that’s needed is a good 
tow-bar, preferably one that attaches to the 
towed vehicle at two widely separated 
points. For a haul such as you contemplate, 
however, two things are advisable. First, 
the drag-link should be removed so that 
the steering sector box is not worked 
against itself. Second, the drive shaft 
should be removed so that the transmis- 

















sion is not in constant motion. Towing a 
car against the transmission reverses the 
thrust faces of the gears along the output 
shaft even though disengaged and also im- 
poses strains on the output bearings. It also 
reverses the thrust faces of the universals. 
Your tire pressures are alright as they are, 
though they shouldn’t be any higher.— Ed. 


likes us 
Dear Sirs: 

May I take this opportunity to con- 
gratulate you on a terrific magazine. I 
seldom write “fan” letters but you de- 
serve one. 

There are several features in SCI that 
I appreciate. You are one of the few 
publications to pay any attention to the 
long-neglected but ever so _ interesting 
750 cc class. I have owned three Crosleys 
thus far and hope eventually to acquire 
a Crosley Super Sports. The 750’s are not 
glamorous in the sense that a Cad-Allard 
or a D Jag are, but they do allow an 
enthusiast in modest circumstances to 
match skill against others. Your write-ups 
of Poole’s PBX and the Austin 7 were ex 
cellent. So many other publications cover 
the same equipment—yours handles some 
of the equally interesting but less publi- 
cized cars. Also, your treatment is much 
more precise and informative than that 
of some other mags. I am irritated often 
when I read that a “What Four” corners 
well for its size and that a “Pickup Six” 
has good weight distribution for an 
American car. Your system allows an in- 
dividual to narrow down his choices 
nicely, as it is much more informative for 
me to know that a given car is such as 
such as compared to others of similar 
price or specs. A rose too for your paper 
and clear photos. It grieves me to get a 
photo of one of my beloved 750’s and be 
able to tell about it only by the caption. 

Sincerely, 
Carl Solheim 
Waukesha, Wisc. 


P.S. If you wonder about the background 
of one of your fans—I’m a teacher of 
mentally handicapped children, 31 years 


old, own a Hillman,and a Crosley, have 


owned one °'34 Ford, three Crosleys and 


one Hillman, and intend to stay with the 


wee ones. 


mg national races 


Sirs: 

Will you pleaseinform your readers that 
the 1957 MG National Races will be held 
on August 25th at the Upper Marlboro, 
Maryland course which has been expanded 
to approximately two miles. Entry is lim- 
ited to cars powered by MG blocks. For- 
mula III cars may also enter. Entry infor- 
mation on this event may be obtained from 
Joseph Herson, Manhattan Auto, 7th and 
R St., N.W., Washington, D.C. 

Sincerely, 

Joane Tannehill 

M.G. Car Club 
Washington D.C. Centre 








MG MITTEN 


tallormade accessories 





Hi, there! A lot of people who have read these ads from time to time jon written to ask ‘What is 
this Lancia you’re always talking about?’’ Well this is it and we are real proud of the car . . . it’s 
tremendous to drive and we have won 13 trophies (out of 13 appearances) at Concours d'Elegance. 
What is the secret of its sparkling beauty? Five steps in preparction and maintenance: 


1. SIMICHROMPOLI. A fabulous German 
metal polish which makes aluminum, brass 
and chrome (or nickel) gleam like nothing 
else will. A small tube will last for months. 
Only 
3. WAXOMATIC. A hard-finish wax that’s 
easy to use. A favorite of most Concours 
entrants because it produces a high gloss 
and lasts long. Excellent for good furniture 
too! 4 oz. jar, $1.50 Shop Size 16 oz. $4.50 


2. PRE-WAX CLEANER. To remove old wax, 
road film and assorted garbage, a quick 
once-over with this polish insures a spot- 
less base for the wax job. Full pint. 
Only ....... $1.50 
4. WEYMANN WAX. A fine leather pre- 
servative (recommended by Porsche) which 
puts the oil back into the leather that the 
sun and atmosphere removes. Generous 


supply. Only , besh $1.50 


5. D‘ELEGANCE LEATHER DYE. In case your upholstery has gone beyond the point of return, 
turn it into a new case with D’Elegance. Simply spray on the color of your choice, regardless 
of original tint, won't rub off, will add many $ to value of your car. Your choice of color. 
Dries quickly, only $8.95 a kit, contains 3 cans spray, 1 can cleaner. 


6. MG MITTEN .. 


. or whatever tailored car cover we make for your particular automobile. 


This is the heart of the secret: We'd never have time to get our car ready to show if we 
didn’t keep it pretty clean between times. The Mitten performs this laudable task with no 


work on our part... 
tonneau and leather . . 


shields it from dirt and grime, the harmful effects of the sun on top, 
. not to mention the carelessness of low-flying birds . . . and, in 


our area, fog and smog. If your car isn’t listed here, write and ask for price. 
















SPECIAL 
While they last! We 
have a few Duffer 
Coats, brand new, 
same as the rest which 
sold for $29.95. You 
can earn $5.00 by 
keeping them in your 
closet this summer. SPE- 
CIAL PRICE ....... $24.95 
Order by air mail, spec- 
ify size. 


MG MITTEN 


Showroom: 3044 N. San Gabriel Bivd. 


MG Mitten $17.95 Lightweight 
Healey Hugger Canvas 
Triumph Tunic 
Guilietta Jumper \ $24.50 Duralin (not 
(Spyder) plastic) water repellent 
Guilietta Jumper 
(coupe) 


Jaguar Jacket $22.95 Canvas 
Porsche Parka , 
VW Vest $29.50 Duralin 
Mercedes Muff , 


(190-300SL) 


Corvette Cap $27.95 Canvas 
Thunderbird Tepee § $32.50 Duralin 


7. DESMO BOOMERANG 
MIRROR. This has nothing 
to do with cleaning your 
car but it will help save 
your life if you'll look in 
it before changing lanes 
on the turnpike. The fasci- 
nating part is that it stays 
where YOU set it, regard- 
less of inquisitive fingers 
or accidental bumps. Yep, 
springs right back. Exclu- 
sive with us, at the mo- 
ment . . . Flat or Convex. 
Only $4.95 





8. AUTO TOP LIFT. Something 
new ... especially for THUN- 
DERBIRD and CORVETTE own- 
ers. Let your wife do it. She 
can remove the hard top in 
seconds with this gizmo. Full 
instructions written out for 
her, shows her how to store 
the top out of the way and 
everything. A real need filled! 


Only *9.95 


Box 121 Dept. 5. 6 
South San Gabriel, California 


Phone CUmberland 3-1410 
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READING EQUIPMENT 
PRESS ON REGARDLESS . . . a Sports car novel....$ 
STIRLING MOSS’S BOOK OF MOTOR SPORT...... } 
CAR DRIVING AS AN ART... S.C.H. Davis........ $ 
YOU CAN DRAW CARS .. . Jenks.................065 $ 
AUTOMOBILE DESIGN (for Styling)..................... § 
SPORTS & CLASSIC CARS . . . Borgeson.............. 1 
DRIVERS IN ACTION . . . Klemantaski................ $ 
JUAN FANGIO... . Champion...... a a. ae 
LIFE OF FANGIO (Swiss book).................000::ee 
CARACCIOLA . . . Autobiography........................ $ 
PURSUIT CF VICTORY .. . « CAIRO, q..020.02.-000sscss000002 $ 
CONTROLLING A RACE CAR TEAM. . . Davis......$ 
GRAND PRIX DRIVER . . . Lang................::eeee o 
AMATEUR RACING DRIVER....................00:cccceeeseeee } 
THE MERCEDES STORY .. . Nitske............0.......§ 
7 


3-POINTED STAR . . . Mercedes.................::::00c000 
VOLKSWAGEN STORY cs j 
BENTLEY RACING HISTORY. 
DUESENBERG . . . America’s Mightiest Car. 
THE CLASSIC CORD, L-29; 810; 8*2........... 
BRITISH SPORTS CARS . . . 1900 t- date. 
CONTINENTAL SPORTS CARG...............0.00.5 
TUNING FOR SPEED & ECONOMY . mi 
DESIGN & TUNING COMPETITION ENGINES. 
AUTOMOBILE CHASSIS DESIGN .. . Averns........$ 
SPORTS CAR DESIGN & PREPARATION Ee = 
SPECIALS BUILDERS GUIDE . . . 750 Club..... 
SPORTS CAR BODYWORK . . . with drawings...... 
SPORTS CAR BODYWORK . . . book alone............ 
GRAND PRIX CAR... Vol 1 : 
Vol — 
GRAND PRIX CAR . 2 Vol 
AUTOMOBILE ENGINEERS REFERENCE BOOK......$20. 
(Special leaflet describing this on request) 
THE RACING CAR (New technical-historical) 
HIGH SPEED INTERNAL COMBUSTION ENGINE 
. . by Ricardo oo panaietee 
THE BIG RACE....... 
og re on Sea I 7 
GENTLEMEN, START YOUR ENGINES—W. Show. 
RALLYING TO MONTE CARLO .. . Crouper...... 
FAMOUS AUTO RACES & RALLIES... New Book 
SUSTOR WEAR BOOK 9956. <osicccsiccccesecccdscccscnccceses 
MOTOR ROAD TESTS 1956.. 
AUTOCAR ROAD TESTS 1956 
(Both Road Test Books)... 
RACING CAR REVIEW 1957. 
HI-PERFORMANCE CARS 1957. me 
COME MOTOR RACING WITH ME... 
RACING AROUND THE WORLD . 
500 cc RACING. . . Gregor Grant 
500 cc YEAR BOOK 1952 : 
500 cc YEAR BOOK 1953-54 
(Both year books special).. 
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PERE TARRERALIRIEAL 
88s 


price $9.95 
The new name for ANNUA 


‘55 & ‘56) which has been th 


offer it with a 10 day Mone 
Back Guarantee. 


SPECIAL OFFER 


We still have a few 1954 & 1956 Reviews 1954... 
$6.50; 1956... $7.50... Both... $12.50. If 
all 3 (1954, ‘56 & ‘57) ordered together... $21.50. 
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AUTOMOBILE REVIEW (1954; 


criterion of beauty in automo- 
tive publications. Description is 
too difficult fér a small ad so we 


Y 











SAFETY : 

BELTS g 
For racing . . U.S. Air Forcel Nearly new 100% 
Nylon, 3’' wide of the latest beefed-up metal bar 


reinforced 
Not too pretty but safest of all. 
Army type Belt... 

With swivel fittings Teady to install. 


= hard to ge 


type and the really quick release type. 


t. 
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M G MAINTENANCE 
00 


M.G. WORKSHOP MANUAL (1930 to TF)........ 
Overhaul & tune any MG from bumper to tail light. 
TUNING & MAINTENANCE OF MG’‘s .................... 
Top British tuner gives details & pointers. 


SPECIAL MG ENGINE TUNING ............................$1.00 
MG TD-TF SHOP MANUAL............. nA RRS $6.50 
MG “‘A’’ SHOP MANUAL. $9.50 
MG MAGNETTE (ZA) SHOP ‘MANUAL... $6.50 
MAINTAINING THE BREED..... $3.50 


Story of M.G. racing cars. 


OTHER SHOP MANUALS 


Val vable en ce book. 


AUSTIN HEALEY 100 fp Q0GB8. <3... $8.50 
(For 1956 supplement add . . . $1.00) 
CROSLEY (all Models)...... eee 


VOLKSWAGEN REPAIR & MAINTENANCE 
Not a factory shop manual but almost as good. 
S.U. CARBS & FUEL PUMPS. . 


$2.00 


. (Factory manual) $3.50 


Factory manval delivery subject to stocks available. 





In California PLEASE add 4% tax on all orders. 


AUTOBOOKS 


BURBANK 6 
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2708 B Magnolia Boulevard 
CALIFORNIA 








TECHNOTES 


By KARL LUDVIGSEN 


PLYMOUTH HANDLING 

I own a 1951 Plymouth Concord, which 
at present has no torsion sway-bar. It 
has 6.40 x 15 tires which are run with 
28 psi rear and 30 psi front (cold). 
would like to improve its roadability, the 
goal being faster safe driving on winding 
roads. A moderate increase in ride “hard- 
ness” could be tolerated, 

1. Assuming a sway-bar installation is 
advisable, what should it be: Plymouth, 
Dodge, standard or export, other? 

2. How about different shocks: new 
Oriflow standard, renee type, another 
brand? 

3. Should front coil springs having a 
stiffer-than-stock spring rate be installed? 

4. Do you recommend continued use of 
my stock tires, or a change to 6.70 x 15, 
which I believe was standard on some 
other '51 Plymouth models? Any pressure 
changes? 

Any other suggestions? 
John McCafferty 
San Diego, California 

We’re glad to get questions on road- 
ability, since we’d like to emphasize this 
aspect of home modifications much more. 
To attempt to answer your questions in 
order: 

1. I question the use of a sway-bar, at 
first anyway, as it will tend to decrease 
front end cornering power. Perhaps after 
other changes, and then only a small- 
diameter standard part. 

2. Good bet would be to install export- 
type or Columbus tubulars all around, 
and add adjustable Houdaille dampers 
all around. This would give initial good 
control plus a variable additional amount. 
Beware, though, of overdamping and un- 
derspringing. 

F. Yes, by all means fit stiffer springs. 
There should be export parts here also, 
and possibly for the rear leaf springs as 
well. Otherwise you should do some search- 
ing for heavier coils, from heavier cars. 

4. For moderate use those tires should 
be adequate, but for really hard corner- 
ing you should look into the Firestone 
Super Sports 170 or similar high-loading 
casings. Any increase in section size should 
be matched by a widening of the rim 
base; pressures are okay. 

5. You might also consider American 
Rusco or Italian Fren-Do brake linings, 
plus vents and scoops for the front back- 
ing plates. Also, put in one inch lower- 
ing blocks in the rear, only if you’re also 
prepared to install a transverse Panhard 
rod, pivoted at the frame on one side 
and just above the spring clamp on the 
axle at the other side. This will give you 
solid axle location, a lower center of 
gravity, and a slight rearward weight 
shift to give more consistent response to 
the wheel. If you’re not worried about 
performance, a 100-pound bag of shot in 
the trunk will work wonders for handling. 


NOT SO SIMPLE 


I would like to set you straight on a 
little matter concerning reversing of Re- 
nauit engines and gearboxes. When you 
try to fit the differential carrier and ring 
gear in its reversed position you will’ find 
it impossible to do so because, at the 
top, the ring gear interferes with the 
clutch shaft splined coupling, and at the 
bottom the ring gear hits the case where 
the drain plug is located. You have to 
cut the case at this point and make clear- 
ance, and then weld the hole closed. 
Above, the coupling and ring gear must 
be ground away for clearance, 

—J. F. Swarthout 
East Hampton, Conn. 


Our sincerest apology, and thanks for 
the informed dope (see SCI, Jan. ’57). 


PORSCHE: 1500 TO 1600? 

I noticed in the article “More Push for 
the Porsche” (January, 1957), that the 
1600 Porsche cylinders are interchange- 
able with the 1500 on the late three- 
piece case, This is nice for the fortunate 
owners of the late cases, but can the 1600 
cylinders be adapted to the earlier two- 
piece case? Would the necessary machin- 
ing be such that the engine would come 
unglued at the slightest provocation? 

Chuck Wingfield 
Boulder, Colorado 

The 1600 and later 1500 Porsche cylin- 
ders will definitely not fit the early two- 
piece crankcase. When the crankcase was 
changed to allow the separate front cover, 
they left the crank (and cylinder spacing) 
the same, and altered the camshaft, tap- 
pets, cylinders and cylinder head. The 
change that matters is the spacing of the 
long hold-down studs, which were spread 
out in the later version to allow the even- 
tual expansion to 1600 cc. It might be 
possible, as was done with Devin’s Nor- 
ton-Panhard, to plug the existing siud 


holes and redrill and tap for the new 


spacing, but strength could not be guar- 


anteed. Your best bet would be the strok- 
ing process as outlined in our article. 


ORPHANED JOWETTS 
I would like to know if there is any 
information available on performance of 
the Jowett Jupiter, and if there are any 
parts available. Why did they discontinue 
production? I have just purchased one 
and would like to know what I have and 
what I haven't. 
Joseph Stafford 
Meridian, Mississippi 
Production at the Jowett works was 
apparently discontinued for purely fi- 
nancial reasons, since the car itself in 
sedan, roadster (your car) and competition 

















form was excellent for its engine size. 
Jowett was also one of the very oldest 
English firms. Their assets were acquired 
by the English branch of the Interna- 
tional Harvester Corp., who then said 
that they’d try to supply spare parts. The 
address was Jowett Cars Ltd., Idle, Brad- 
ford, Yorkshire, England. 

Bore and stroke are 72.5 x 90 mm, and 
on an 8/1 compression ratio 60 bhp were 
produced by 1\% liters at 4500 rpm. Two 
Zenith 30 V.1I.G.5 carburetors are fitted. 
The Champion L118 plugs are set at .020- 
025 gap, and points are gapped at .010- 
012 inch. Intake valve clearance is .004 
inch, while exhaust is .008. SAE 30 oil is 
prescribed for the engine and transmis- 
sion, and the axle takes SAE 90 hypoid 
oil. Its standard ratio is 4.56/1. 

Maximum speed of the Jupiter was 
86 mph, with top up, and it would get 
to 60 in 18 seconds flat. A standing quar- 
ter mile could be covered in 20.5 seconds. 
The front/rear weight distribution is 55/- 
45, and tire pressure should be 26 
pounds all around. We hope this data 
will be of use to other Jowett Jupiter 
owners. 


FRONT-DRIVE STABILITY 

The article by Merwin Dembling on 
front wheel drive in your November, 1956 
issue was very interesting, especially as re- 
gards his “flywheel effect”. Merwin de- 
scribes a chassis layout with large masses 
at the ends of the chassis as unstable, and 
a chassis layout with the large masses at 
the center of the vehicle as stable. 

I think Merwin will find that as the large 
masses are moved from the center of the 
vehicle to the extreme ends, the moment 
of inertia increases in proportion, as does 
the stability of the vehicle. This increased 
stability causes the automobile to track 
more readily in a straight line and pro- 
duces an understeering effect. 

With the large masses concentrated at 
the center of the vehicle, the moment of 
inertia is decreased as is the stability. The 
automobile will become more sensitive to 
side winds, driver control, etc, 

James L. Postma 
Chanute AFB, Illinois 


You are quite right, in one respect. 
Fundamentally, the high polar moment of 
inertia caused by placing the main masses 
as far apart as possible does indeed increase 
the resistance of the chassis to slewing 
caused by external forces. It’s harder to jar 
the car off a straight line, but by the same 
token, once lost the car is harder to get 
back on a line again. 


I disagree, however, with your remark 


that a high polar moment causes under- 
steer. Steer effect is a function of suspen- 
sion layout and front/rear distribution of 
weight, but not mass distribution with re- 
lation to the central pole. 

The tendency of most front drive cars to 
place most of the weight in the front auto- 
matically gives them a strong understeer 
characteristic. At the same time, the center 
of gravity is moved forward closer to the 
center of wind pressure when in motion, 
so in spite of the low polar moment a rea- 
sonable amount of resistance to side winds 
is maintained. 


SPORTS CARS IN a 












Behind the Scenes 
of a Typical 
Sports Car Race 
in Hi-Fi 





PIT STOP 


Here for the first time you can hear via the hidden high fidelity 
microphone the actual on-the-spot words and actions of the 
world’s leading drivers and their pit crews before, during, and 
after the race. Hear Phil Hill’s reactions as he is forced into the 
pits and almost blinded by smashed goggles, Portago’s anger as 
victory is stolen from him by a crash with an Austin-Healey, the 
driver’s meeting wherein Moss, Shelby, Hill, Gregory, and Portago 
battle for safer driving conditions, the fantastic excitement of pit 
stops by Portago, Fitch, Shelby, Gregory, etc., a fabulous a 
Mans start, Hill’s 314 litre Ferrari warming up (6 magnificent 
minutes of a symphony by Ferrari) plus many other pit conver- 
sations between drivers, mechanics, etc. This is the story of a 
motor race; recorded at Nassau in the Bahamas with superb high 
fidelity equipment. If you thought Sounds of Sebring and Sports 
Cars in Hi-Fi were fun you will really go flat out for this dohc LP. 


RLP 5003 $5.95 





SPORTS CARS IN HI-FI 


A new 12” LP recording in superlative high 
fidelity of the sounds of some of America’s most 
potent sports cars idling revving and at speed. 
Almost a solid hour of the sounds of Jags, 
Ferraris, Maserati , Curtis, Austin Healy, MG, 
Mercedes, Allards, Lancia, Frazer-Nash, PBX, 
Lotus, Porsche, DB, etc. Recorded at one of 
America’s leading races with the finest of mod- 
ern HI-FI equipment, this LP will make your 
loudspeakers tremble as you listen to the fan- 
tastic sounds of these great machines in action. 


RLP 5002 $5.95 





SOUNDS OF SEBRING 


For the first time ever: a superb high quality 
12 inch long playing record of all the sounds 
that make up America’s greatest sports car 
race. Over 60 minutes of interviews with the 
world’s greatest drivers . Fangio, Moss, 
Collins, Behra, Hill, Musso, Menditeguy, Ben- 
nett, Rubirosa, Portago, Parnell. The sounds 
of Ferraris, Maseratis, Jags, Aston Martins, 
Porsche, Corvettes, Lotus, etc. warming up, 
revving, roaring by at speed, coming out of 
corners flat out. The fabulous Le Mans start, pit 
activity, the fantastic sounds of Fangio shifting 
up and down as he makes the five mile circuit, 
and dozens of other remarkable on-the-spot 
sounds which are so exciting to driver and 
spectator alike. 


RLP 5001 $5.95 


Sounds of 
SEBRING 





use the handy coupon below 


RIVERSIDE RECORDS 
418 WEST 49th STREET 
NEW YORK 19, N. Y. 


Please rush me postpaid copies of PIT STOP SPORTS CARS IN HI-FI and 
copies of SOUNDS OF SEBRING at $5.95 each. | enclose $ 
NAME 


ADDRESS 
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A streamlined version of 250F Maserati which was driven by Jean Behra in the 1955 Monza full course. It may go 
again for the 500 miler — if so it would be well suited. 


INDY vs GRAND PRIX CA 


Europe’s best will meet the tops from the US at 











Monza. Here’s a handicap on what can happen. 


By KARL LUDVIGSEN 


HE OLD-TIMERS of the racing game often recall with 

some nostalgia the days before World War I, when 

automotive competitions were on a truly international 
level, and teams could journey over the Atlantic in either 
direction without premonitions of ridicule. Cars, rules, and 
courses were still similar the world over, and the “Classics” 
included the Gordon Bennett and Vanderbilt Cup races and 
the growing French Grand Prix. 

Before and after that war, however, the two continents 
began to go their separate ways, and by the middle twenties 
the schism was virtually complete. Real road racing had long 
been barred in the United States, and a system of artificial 
tracks was well established. Europe was still enjoying the 
variety of road competition, and their machines differed 
more and more from ours each year. 

Indy is still one of the world’s greatest races, and the Ital- 
ians want that honor very, very much. Just how much is be- 
coming clear by the day. The 500 is great not only because of 


12 


its considerable history, but also because it is The Race for 
American competition cars and drivers. There is a Grand 
Prix of Europe, to be sure, but it’s passed from country to 
country to prevent nationalism from getting a toehold. 
Grands Prix started with the French, who still feel pretty 
paternal about the whole thing though they’ve been out of 
the running for some time. 

Italy now calls the tune, thanks to Maserati and Ferrari, 
and this new-found authority urged them to complete the 
remarkable Autodrome at Monza, which gave them one of 
the finest European racing plants, Not content with the fast- 
est and most brutal continental event, though, the Monza 
organizers have issued a challenge that may result in the 
greatest race the world has ever seen. If it takes place as 
planned on June 28th—more about the details later—there 
will be a head-on conflict between American and European 
racing ideas that will settle a lot of bitter arguments. 

Grand Prix and Indianapolis cars are as far apart in de- 
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The Sumar was premature at Indy, which still 
considers acceleration of main importance. 
Might be perfect for Monza, though. 
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The Monza track is an impressive autodrome built specifically for racing. Banked track, shown in black, was long planned 
but recently added. Italian Grand Prix was run on gray road section only, now takes place on road and oval combined. 


sign as the types of racing they're created for, and each is tops 
in its part of the world. In neither case does the designer 
have to worry about lights, fenders, a passenger or similar 
restrictions, with one very important exception. Great tech- 
nical interest and neck-and-neck racing are provided by sig- 
nificant limitations on design, which may concern weight, 
engine capacity, fuel consumption, bore size, body dimen- 
sions or whatever the assembled organizing bodies may 
choose. In 1938 and 1939 the international Formula restricted 
engines to 3 liters supercharged and 414 liters unblown, and 
this was observed in both Europe and Indiana. After the war 
the FIA convened and altered the limits, but the AAA de- 
cided to let things slide and keep the old ones for the 500. 
Yet another change took place overseas in 1954, and the pres- 
ent Formula matches 750 cc. blown cars against 21% liter un- 
blown machines. This is scheduled to continue through 1959, 
with the exception that 100 octane straight aviation fuel will 
be compulsory from 1958 on. 





With international interest growing, Tony Hulman de- 
cided to bring his Speedway slowly back into line with the 
rest of the world. For '57 the limits are 4.2 liters unblown, 
and 2.8 liters with blowers. This is a timid step, but it was 
taken late, and assures that plenty of machinery will come to 
the line. The same rules, plus the same race length and direc- 
tion of running (counter-clockwise) will hold for the Monza 
match race, which is to be contested among the ten fastest 
cars and drivers from both Europe and America. For the first 
time since the war, Indy and Grand Prix cars will be side-by- 
side on the same starting line. The date set is June 29, almost 
a month after Indy, and a rain date has been set in deference 
to American racing methods. 

Just as important, since the Europeans are taking this 
Monza race very seriously (There’s money in it, gents!) 
they’re building some special 4.2 liter cars for it, and they 
have nothing else to do with these machines than to bring 
them over to Indy! As a result, it may work both ways, and 
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Suspension of 500F Kurtis chassis for Novi is 
typical Indy fabricated type. Disc brake 
is simple, light, and plenty adequate for Monza. 


the issue promises to be hard-fought indeed. So the outcome 
won't be a complete surprise, let’s see who has the best 
chances, and why. 

Differences between courses have naturally forced the vari- 
ations between GP and Indy cars, and Indy in particular has 
encouraged a high degree of specialization. As a series of 
smooth-radiused, slightly-banked left hand turns spaced out 
by alternately long and short straights, it lends itself well to 
cold pre-race calculation. The “corners” are being taken at 
around 135 mph., and the straights are short enough to em- 
phasize acceleration. Surfacing is very smooth, as race tracks 
go, and the race duration is long at 500 miles. 

The continental designer has many more problems in fit- 
ting his cars to a wide variety of courses, Corner speeds may 
range from 30 mph to flat out, and may go left, right, up, 
down or two at the same time. Every conceivable kind of 
paved surface is used, with added hazards like the sand at 
Zandvoort and the sea spray at Monte-Carlo. Many European 


Photo by Wilson 


Front suspension of Maserati 250F. It’s typical 
forged, machined GP style. The steering tie rod 
locates between top and bottom wishbones. 


tracks have fast bends which resemble the Indianapolis turns, 
and Berne and Monza (using the road section) seldom cause 
cornering speeds below 90 mph. The trend overseas is 
definitely toward specially-built tracks as are used in Eng- 
land, Holland, Germany and Italy, and the real-road courses 
personified by Monaco, Rheims and Spa are falling into dis- 
favor due to supposedly inferior spectator control. Placement 
on the Championship list, which allows the name of “Grande 
Epreuve,” calls for a minimum race length of three hours or 
312 miles, and races are not called on account of rain. 

Car performances determined by these conditions can be 
compared by setting up some broad categories of ability. We 
can discuss Cornering Acceleration (positive and negative) , 
Top Speed and Durability. 


The importance of the first category has often been pooh- 
poohed at Indianapolis, but no owner, driver or mechanic 
will deny that handling is a critical problem at today’s quali- 
fying speeds. They still put their foot in it and turn left, but 





Old Indy standby is still a tough contender, and 
should be particularly good at Monza where speed 
is even, and more nearly constant. 
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This new 4-cam Ferrari V12 is hot in sports cars, 
and may be enlarged from 3.5 liters to 4.2 
for Monza or Indy. 




















Ferrari Super Squalo-’55. Chassts 
could take 3.5 V12 for 500 mile 
Monza in June. 400 hp on alcohol! 


BOS 
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the motions combine to set up a four-wheel drift that uses 
every available shred of traction, Such a maneuver demands 
a healthy amount of understeer as well as complete precision 
of steering and suspension, and the former has been provided 
by the front/rear tire charactertistics, a forward engine 
mounting and a high front roll center. Precision derives from 
a simple and rigid design plus many late hours for the 
mechanic. 

Low-speed handling never happens, and since the corners 
are so smooth there is no real justification for independent 
suspension. Solid axles have thus dominated the picture since 
the front-drive era, and have been combined with the latest 
in fully-adjustable torsion bar setups. Also, since the turns 
are all to the left, designers have been able to bias the weight 
inward and thus balance out wheel loadings and tire wear. 
Actually, for varied corners the torsion bar settings could be 
changed to counteract this. 

Interestingly, advances in European driving methods since 





Reduced to 4.2 liters, new 
4508S Maser V8 looks good 
for Monza or Indy This 
version has carbs angled 
earliest were vertical. 
RIGHT: Tire punishment 
at Monza is shown on rear 
of Ferrari at ’56 Italian GP. 


in; 


the war have closely paralleled those in the US, and cars 
must now understeer more and more to complement their 
drifting drivers. All the methods described for the Indy car 
apply to the modern Grand Prix machine, with the impor- 
tant addition of a high polar moment of inertia, as cham- 
pioned by Mercedes after 1936, This is obtained by separat- 
ing the main masses (say the engine at front and the driver, 
fuel and final drive at the rear) as much as possible, and re- 
sults in a high level of directional stability. Altogether the 
fastest GP cars tend strongly to go in a straight line, which 
makes them great for fast bends but a handful on slow corn- 
ers. A good example was the nose-heavy Ferrari “Super- 
Squalo”, which was a dream on the fast Spa circuit but had 
to be hauled around the hairpins at Monte-Carlo. Ferrari 
also modified the Lancia D50’s to get similar handling. 
Reconciliation of high and low speed requirements is be 


(Continued on page 53) 



















lllustration by Carlo Demand 
from The Big Race, courtesy 
Robert Bentley 





The first lap of practice was enough to curdle the blood of lesser men. Not knowing how to shift down, Nuvolari 
spun the Magnette on every turn. By the end of the race, however, Il Maestro had smashed class record 15 times. 


He didn’t know the car and he didn’t know the language. 


The rules handicapped him right out of the running so the 


Ulster T. T. was one race he couldn’t win. But he did, for.... 


THIS WAS NUVOLARI 


By RUSS KELLY 
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O the American follower of European racing, the 

paradoxical driver situation can while away many a 

pleasant hour. The press extols the rising stars — Moss, 
Hawthorn, Collins and Castellotti — and they really 
look and sound great. Half the season goes by and these 
young wizards win the Mille Miglia, the Grand Prix of 
France, of Monaco, and everything else in sight. Then 
Enzo slips the Sleepy Old Man from the Argentine a 
No-Doz pill and he wins the World’s Championship and 
you find you really didn’t need a program to tell the men 
from the boys after all. 

In these days, when it seems hard to tell whether a man 
is a driver, a playboy member of the nobility, a garage 
owner advertising his business, or a walking ad for the non- 
aicoholic beverage industry, it’s nice to take a look back 
at a driver who was born to racing like Machiavelli was to 
politics. 

His name is painted freshly each year along the route of 
the Mille Miglia and he’s the yard stick by which we've 
measured every drive since his time. His name: Tazio 
Nuvolari. 

Of all his fantastic exploits, there is one that never fails 
to intrigue the enthusiast and one that little has been said 
about — his winning the English TT in 1933 in an MG 
Magnette. 

Whatever possessed Nuvolari to accept the MG com- 
pany’s offer to drive a Magnette in the TT probably only 
the MG accountant would know. Nuvolari had probably 
never seen a Magnette, much less driven one. Only one 
man on the MG team had any command of Italian. This 
reduced all important communications between Nuvolari 
and the English to the level of sign language. Also im- 
portant was something that Nuvolari couldn’t have known, 
but might well have suspected, the dice were loaded as 
far as this particular race was concerned. 

Run on the Ards circuit near Belfast, Ireland, it was a 
handicap race with the cars handicapped by classes ac- 
cording to engine capacity and whether they were super- 
charged or not. The handicap was expressed in laps and 
time, each lap being equal to almost 14 miles. A 750 cc 
supercharged car was considered to have covered three 
laps before it started; an 1100 cc unsupercharged, two laps; 
and an 1100 cc supercharged, one lap. The 1500 cc cars 
were also given one lap, while cars three litres and over 
were made to cover the full distance of 35 laps. In addition 
to this, a time allowance was given at the start, some 
classes being sent away at definite intervals before the 
others. 

This handicap, to those who were familiar with racing 
in England, completely ruled out the chances of blown 





Master mechanic Alec Hounslow ac- 
knowledging the checker at the end of the 
gruelling ’33 TT. Nuvolari at wheel of 
MG Magnette, hottest 1100 cc of that time. 





ee 


Hounslow and I| Maestro, wreathed, victorious 
despite competition from top English 

racer Hugh Hamilton, severe handicap and 
language barrier. 


1100’s and left the blown 750’s with a time allowance. 
These, the MG Midgets, were developing into fantastically 
fast cars and were almost certain winners. So, on form the 
Magnettes were outsiders, their handicap speed being 
figured at almost 78 mph — one mph in excess of the 
previous year’s lap record. Understandably, the MG people 
were betting on their 750 blown Midgets and indeed, had 
a man considered the best driver in England at the time 
driving one. He was Hugh Hamilton, who was later to lose 
his life in a Maserati Formula | car on the continent. 
Nuvolari could hardly have come because this was going 
to be an easy race. 

In these years in sports car races, a riding mechanic was 
compulsory and in this, Nuvolari was in luck. The MG 
people appointed 22 year old Alec Hounslow as his riding 
mecnanic. Cool, resourceful, and without temperament, 
Nuvolari himself couldn’t have chosen a better man. 

A couple of pre-practice happenings are worth noting 
here. In spite of the fact that Nuvolari wasn’t given much 
of a chance, the faith of the oil companies in his ability 
should have served as a warning for those who were all out 
for Hamilton. The oil companies had a battle royal trying 
to sign him up for the race. The oil in the crankcase was 
changed a dozen times before the bidding stopped. The 
other thing was that Nuvolari, on being introduced to the 
car he was to drive, looked it over, made no comments and 
asked that only one thing be changed. This was the seating 
position. It took Hounslow, with help, 19 hours to get it 
right. The entire night was spent with little blocks of 
wood, raising and lowering the seat fractions of an inch at 
a time until the fitting was satisfactory. 

The first practice lap was enough to have made a lesser 
man catch the first boat back to Italy. The intricacies of 
the Magnette’s pre-selector box had not survived the dis- 
organized communications and made this first lap a shatter- 
ing thing. With the pre-selector box, it was necessary to first 
move the lever, or the quadrant, to the gear you wanted. 
Then, by depressing the clutch pedal all the way to the 
floor, the change of gear was actuated, but it had to go all 
the way to the floor. This little nicety had somewhere gotten 
lost in faulty conjugation of the verbs. So, when he changed 
down, Nuvolari was selecting the lower gear with the lever, 


(Continued on page 56) 
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Bob Hanna gets checkered flag after taking first at Harewood. Requirements for Canada class as drawn up by CASC 
include a minimum track of 40 inches, a minimum wheelbase of 80 inches. Appearance regulations rigidly enforced. 


CANADA CLASS 


N last month’s SCI, “Very Sincerely Yours” led off on 

a subject that’s kicked around (and usually down) when- 

ever road racing men congregate: so-called “produc- 
tion” racing. Competitions from the Mexican Road Race 
to the second ten-lapper on the card at Thompson have 
shown that the building and preparation of a strictly stock 
automobile, even without hidden hop-ups, can run well 
over the tab of a thoroughly raceworthy special. The 
problem’s acute in America, where the sheer unpleasant- 
ness of production class racing has driven many men to the 
modifieds, or out of racing altogether. 

In Canada the situation was never so shoddy as it~ is 
here, yet similar objections arose. Among the active dis- 
senters were Ian Sword and the late Peter Dillnutt, both 
of whom had long been associated with racing on two 
continents. Sword had been a member of the group which 
was largely responsible for starting Formula III after the 
war. He served as president of the British Empire Motor 
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Club, and is now chairman of the Harewood Development 
Committee. Peter Dillnutt was an avid sports car fan, and 
did a lot of racing. 

One evening these two settled down for a session of 
bench racing, and came up with some very logical pro- 
posals that led to the now-flourishing Canada Class. Similar 
in many respects to the 750 and 1172 formulas in England, 
it promises exciting, cheap and efficient racing. 

Sword and Dillnutt believed that production racing 
killed the incentive for specials, thus discouraging me- 
chanical initiative. Also, the tendency was for sports car 
racing to become so expensive as to be prohibitive for 
those of average means. This could cause sports car racing 
to follow the same fate as some other forms of auto racing 
which have faded away due to the high cost of the 
machinery and the similarity of the cars. 

The two friends conceived the idea of a class of “Spe- 
cials” which could be built at a reasonable cost and which 




















By EDWARD MONROE 





From Canada’s backyard comes a competition class that could 


be the answer to the eternal quest for a really honest form 


of “poor man’s road racing.” 





Morris Minor suspension, steering, 
and final drive are fitted to the 
Buckler Mark XV frame, which in 
itself weights only 60 pounds. 


would stimulate latent engineering and mechanical abilities. 
And, being “Specials,” they would help promote spectator 
interest in the sport. 

They visualized a car powered by an « ich as a 
modified Crosley, with similar overall dime ind with 
a rather stark, yet presentable, body. It was originally in- 
tended that the cars should have a single seat but many 
builders preferred a two seater as this could also be used 
as a road car. Consequently rules were revised to allow two 
seater cars. 

Small economy cars are numerous in Canada. There is 
an abundance of Crosley, Renault, Fiat, Ford Prefect and 
Anglia, Austin A-30 and A-40, Morris Minor, Standard and 
VW. These cars retail at $2000 or under in Canada when 
new, so components from these cars can be obtained for 
specials at a reasonable price. The VW engine is outside 
the displacement limitations finally established for this class 
(OHC 750cc, OHV 950cc, SV 1200cc), but other com- 


Chassis of the Withey- 
Brown special. Frame 
from ’48 series E Morris 
was strengthened with 
16 gauge sheet steel 
across channel to form 
a box. Further support 
came from body framing 
of % inch thin wall 

20 gauge tubing. 


Autosport special engine with Alta 
OHV head, special manifold, 2 SU 
carbs. Original parts may be modi- 
fied, but aspiration must be normal. 














Frame completed, radiator mounted, 
Autosport special awaits engine and 
body. Double master cylinders work 
front and rear brakes via one pedal. 


ponents may be used as the original cost of the VW car 
is within the $2000 limit, as set by the Class rules. 

The engines from these cars could be souped up to ap- 
proximately the same output, and the chassis components 
are of suitable proportions for a handy little racing car. 
Most were so constructed that suspension components could 
be removed from the original frame and assembled on a 
special light-weight frame. Also, since all these cars have 
approximately the same overall dimensions, parts could be 
scrambled according to the ingenuity of the builder to give 
optimum performance. For example, the gearbox from the 
side-valve Morris Minor is well suited for competition and 
has been installed not only on OHV Morris Minors but on 
other engines such as Crosley, and it can be bolted to the 
Perfect engine bell housing without an adapter. Some build- 
ers prefer to turn the VW gearbox and adapt it to their 
engine. 

Steering on most of these production cars is quick and 
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Fiberglas body adorns Withey-Brown 
special chassis. BELow Lert: Mill is 
modified Ford Prefect, bored .020 
oversize and ported. Carbs are SU. Two 
piece steering shaft jointed to a Morris 
8 box gives 2% turns lock to lock. 
Betow Ricut: Beam axle from series E 
Morris gives ground hugging quality. 





reasonably well suited for competition. 

To insure that the proposed class of cars would really 
go, and to avoid baby carriage racing, it was decided that 
the use of alcohol as a fuel should be permitted. In order 
to use alcohol efficiently various engine modifications are 
necessary. For example: compression ratios should be in- 
creased, breathing improved, the fuel system and carbure- 
tion modified to handle the increased volume of fuel, and 
the exhaust system improved to reduce back pressure. 

Special pistons, valves, springs, bearing materials and 
exhaust systems would be permitted, special alloy flat cyl- 
inder heads could be used on the SV engines, and in the 
case of the SV Morris Minor, it was thought that the special 
OHV Alta head should be allowed, to enable this reliable 
little engine to develop approximately the same bhp as 
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the others. The first-place-winning Autosport Special was 
powered by one of these engines, equipped with an Alta 
head (See 1957 rules regarding engines) . Actually, this may 
have’ been going a bit too far. 

Most of the engines listed, when modified for alcohol and 
installed in a car having a suitable racing body, should 
drive it along at approximately 100 mph. A fuel tank of at 
least five gallons capacity should be used. To avoid push 
starts, all cars should be equipped with a starter. 

Driver protection was given special consideration, and it 
was decided that this could best be accomplished by having 
a stiff roll bar mounted in the cowl (this bar to be not less 
than 20 inches [by the latest rules] above the lowest body 
or frame member), by the installation of a metal firewall 
between driver and engine, by requiring floor boards and 



























a metal tunnel to enclose the prop shaft where it passes 
through the cockpit, safety belt, an aero screen in front of 
the driver, and by stipulating that the exhaust system must 
extend beyond the rear axle. 

The appearance of the cars was also thought to be very 
important, particularly if spectator interest was to be main- 
tained. 

To keep the cost of the cars from getting out of hand it 
was ruled that they were to be made from parts of cars 
which retailed in Canada for $2000 or less when new, and 
to prevent unlimited money being spent for light alloys, a 
minimum weight of 750 pounds was fixed. 

It has been suggested that the cars be built to a price 
limit. However, Mr. Sword felt that this would lead to a 
class of very rough cars. It should be emphasized that it was 
not intended to be a class for cheap, junky cars, but 
rather for good appearing, well-built specials at a reason- 
able total cost. 

After much discussion with other leading lights of motor 
sport in the Toronto area, a set of rules for Canada Class 
cars were drawn up, incorporating these ideas. These rules 
were then submitted to the Canadian Automobile Sports 
Committee. 

Time prevented several cars from competing during the 
1956 season, and most of those that did compete were not 
complete as to body work. However, at the present writing 
five additional Canada Class cars are under construction in 
the Toronto area alone, and it is expected that there will 
be enough machines to provide some very interesting racing 
in Canada Class during 1957. 

The regulations pertaining to the appearance of the 
cars will be more rigidly enforced, now that the program 
has gotten on its feet. 

The “Specifications for Canada Class—1957” were drawn 
up by the CASC, of which Mr. R. C. Evis of Toronto, 
Canada is the Competition Chairman. 

Minimum track requirement is 40 inches and minimum 
wheelbase 80 inches. 

Engine specifications for 1957 read in part: “all must be 
normally aspirated. Original engine parts may be modified. 
The only non-original parts allowed are pistons, valves, 
springs, bearing materials and exhaust systems.” 

Following are descriptions of some typical cars. 

(Continued on page 58 ) 


Jim McCaw adjusts strap on his 
special. Clearly visible are Standard 
8 coil springs and wishbones. 
BELow: Two 114” SU carbs mounted 
on special manifold made of 114" 
tubing welded to plate stock. 
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Standard 8 engine is mounted well back on frame to 
give good weight distribution. GMC power take off 
universal joint was used to change angle of 

steering shaft to fit new body. 
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A ’39 Morris engine bored .040 over standard powers 
the Milne special. Improved breathing was effected 
through porting and relieving, MG intake 

valves, and Mk II exhaust valves. 21 





Fuel injected Corvette takes in a tight, test bend. Cornering and roadability were of usual Corvette caliber. 
On this curve, car is a wee bit bent; sticking but building heavy loading on outside rear tire. 


Vf DUAL ROAD TEST 
DUAL QUAD AND 


INJECTED CORVETTES 


Aside from fuel injection, this Corvette looks 

much the same as others. There were two differences 
in the two cars—The injected Chev had hardtop, 
and the carbureted model had a soft top. 
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EVROLET?’S injection is a premature baby, but it’s still 
alive and kicking. It was prematured by a sudden jolt 
from the collective Plymouth and Ford styling depart- 

ments, and without a major body change Chev needed a 


: potent sales weapon. The decision to bring out fuel injection 
was made very, very late in 1956—virtually on the introduc- 

‘ tion deadline. 

‘i At that time it was still what engineers call a “breadboard 


layout”—a combination of units that work properly, but 
aren't fully developed and integrated into one mechanism. 
It’s still very much that way. Moreover, the Rochester engi- 
neers are very competent carburetor designers, but didn’t 
have nearly enough time to adapt their techniques to the 
wholly different problems of injection. In spite of the fact 
that the new arrival had long been expected, then, its arrival 
was not without complications, 

The above are facts, but in spite of them the Chevy “Ram- 


doubt being due to slight variations between the cars tested. 
the injected car, with the hardtop alone, weighed 120 pounds 
less than the carbed machine, which was toting the more 
complex soft top mechanism. Also, rear end ratios were 
3.70 with the injector and 3.55 with the carbs. Advantage is 
taken of the better fuel distribution of FI by upping the 
compression ratio to 10.5/1, while the standard car had 
9.5/1. This is a logical follow-up step, and does not “favor” 
the injection so far as our tests are concerned. The same can’t 
be said of the weight and rear end discrepancies, which woul 1 
tend to help the FI car at the bottom end, though very 
slightly. 

Starting the dual-quad car was easy, by twisting the igni- 
tion switch, though some care was needed to avoid flooding 
on hot starts. Once warmed up, the idle was low enough 
at 500 rpm, but it was full of lumps and shook the car bodily. 
This can be handed to the competition cam, which was 


Corvette will drift in 75-80 mph range, as here, using power for control high up in second gear. In this case however 
damp concrete surface left little or no margin for error. Behavior could be predicted if rear end were.stiffer. 





jet” constant-flow injector works very well indeed. The big 
question, of course, is: How does it stack up against carbs? 
To find out, we set up a full transcontinental '57 Corvette 
road test, involving our entire testing staff. On the West 
Coast an injected machine was obtained from the factory 
representatives, while on the East Coast a dual-quad version 
was provided by Alvin Schwartz Chevrolet and Shelly Spin- 
del, of Brooklyn. 

As a result we have a lot of the answers, but not all, the 





Spare lays out of harm’s way Dual quad carb setup. Acceleration 
under trunk mat. Luggage space difference between this and the Small leg room for medium to tall 
is adequate for small pieces. injected job were slight. men. Seats are sat on, not in. 





installed in both cars and checks out as follows: 


Intake opens 35° BTC 
Intake closes 72° ABC 
Exhaust opens 76° BBC 
Exhaust closes 31° ATC 
Lift 398 inch 


[he power from this cam comes on strongly at about 2700 
rpm and stays that way until about 5300, after which it falls 
off rapidly, apparently due to valve gear. At the end of a 
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Cockpit layout. Cushioning is firm, Photo by Wilsoy) 
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Low, wide and grinning grille is still mark of Corvette, injected or 
carbed. The soft-topped, dual quad car above weighed 120 pounds more 
than the West coast job, and carried a 3.55 rear as opposed to 3.70. 


fast run, the idle was extremely bad, and after each stop in 
the braking test the carbs would stall the engine dead. The 
dual-quad se:up is by now a familiar one, so rigged that the 
rear carb runs all the time and the front one cuts in only 
at about % throttle. 

The engine was cold when we first twisted the switch on 
the Ramjet Corvette, but the engine caught on the first spin, 
bursting into a wholesome clatter of solid tappets jingling 
at a warmup idle of 1400 rpm. We raised the hood and 
studied the injection system. It looked purposeful but very 
different from the racing-type setups we know best. . . at 
present. A tiny copper tube, about the diameter of a pencil 
lead, runs from the pump to each of the nozzles which are 
located on the manifold at each of the intake ports. The 
tubes look fragile. We looked with distrust on solenoids, 
diaphragms, flex-cable drive, and complex linkages each of 
which might be a point of failure. 

The single throttle body and venturi are not in accord 
with American ideas on racing injection, but resemble both 
carburetor practice and overseas applications. It’s no handi- 
cap, as long as‘the orifice is big enough, and as long as ram 
intake tubes can be accommodated, and it gives very good 
metering for a wide operating range. 

As these points were observed the engine coolant rose to 
about 170 degrees F. and the idle dropped to a mere 1200. 
We had occasion to switch off, and the next lesson in FI 
came when we tried to restart. Nothing happened; the starter 
ground on and on and the engine didn’t even cough, So 
we tried treating it like a flooded carbureted engine and 
put the throttle on the floor. The engine caught within three 
spins, The remainder of our test bore out the fact that, while 
Chev’s FI has the cold-start problem whipped, hot starts are 
rugged unless you use this simple trick. 

Our test car’s 1200 rpm idle seemed excessive and we ex- 


perimented with this adjustment which is utterly simple and 
consists of a spring-loaded screw in the throttle body, Playing 
with this adjustment is not remotely critical and it is easy 
to obtain a decent idle of 450 to 500 rpm which is identical to 
the carbureted car. This casts interesting light on the con- 
troversy of continuous-flow injection versus timed-flow, 
Chev's being the former. However, there is so little torque at 
this rev level with the competition cam that it is very easy 
to kill the engine. Experiment showed that about 950 rpm 
is an all-around good idle speed. With this rapid an idle, 
you must first briefly engage high gear in order to slip 
silently inte low when standing still. 

On both cars, the action of the throttle linkage itself left 
a lot to be desired. The accelerator pedal travel is so short 
that you can’t feather these potent engines, and the action 
is erratic and plagued with lost motion. In the bargain, the 
dual quads are at their worst at the bottom end. As a result 
the throttle response of the standard Corvette was unpredict- 
able and slow, though things do happen in a big way after 
it takes a deep breath. This was still a handicap to clean 
control and rapid downshifting. 

In sharp contrast, and making allowance for the tiny link: 
age, the throttle response with FI was instantaneous, It’s as 
though there’s a system of levers between the throttle pedal 
and your back. Press the throttle a little bit and your back is 
pressed, NOW, to the same extent. Slam the throttle down 
and your back is slammed, NOW, even in high gear. Second 
cog is so close to high that the slam is only slightly harder. 
but low gear is fairly low—2.20/l—and it really delivers a 
punch. These things happened with the dual-quad engine 
too, but never with the immediacy of the injected Chev, es- 
pecially at low revs and low manifold vacuum. 

The cold figures, available for your inspection, are pretty 
phenomenal. Injected and carb-fed Corvettes are closely 

















1957 CORVETTES 








PERFORMANCE 
: | 
TOP SPEED: Injected Dval-Quad 
average .............-.125.0 mph 122.5 mph 
one-way rum............. 126.8 mph 123.3 mph 
comparable in performance, and both qualify as the fastest- ACCELERATION: 
accelerating genuine producti ars SCI has ever tasted. I “3 
accelerating genuine production cars SCI has ever tasted, in Se Re ST 3.1 
fact, up to 80 they’re not so far from the data posted by feed Rts bos 4eeeneee aepeesewas 7 re | 
the Mercedes 300SLR coupe, which is generally regarded as ae << eee’ ‘cipekanee -+ 6.6 oe 
the world’s fastest road car. In low, the Corvettes zoomed up 80 moh puoneesthes> os thane e ih Ie Ba 
to 55 mph in a shade over five seconds, and in another nine Pen 3 Povccenensenns Ube seaye tau _ i 
they surged to 95 in second with very exciting verve. ; pe pie «+0142 15.0 
During the runs with the injected car, we were looking mee SF ond of jut oe ae =a 
mainly for flat spots—the transition points in fuel/air meter- SPEED RANGES IN GEARS: * 
ing that are often among the defects of the carb-fed, rather i injected 
than injected, engine. There were none. The beef in the : +s oeesray Seas aniers VI 10-95 
FI engine permits you to take off from standstill in top BRET ME sheteeee eee ee testcserereress «MMeTop 16-Top 
gear just by revving up to 1500 or so and letting the clutch SPEEDOMETER CORRECTION: INJECTED DUAL-QUAD 
out slowly. Our zero to 60 (actual) time in top gear alone a Actual “~ 
was 13.8 seconds. Then we lugged the engine down to its ” op TieRRRRte  cageseie> 38 
smooth-running minimum in top gear, 14 mph, and accel- 4 cae pene betase = 
erated using both full and partial throttle openings. There ? = PeAdd +. vckadpubhess ceca ceredl $7 
was no faltering, there were no flat spots. Power was gen- 9 ae : 86 
erated smoothly and at an increasing rate until about 2800 100 9% 
rpm when the cam hit its stride and the car hunkered down FUEL CONSUMPTION: Oval-Quad 
and steamed into the distance. Elapsed time for 14 to 60 Hard 163 =pe 


. . a: P verage Jen “e 13.8 mpg 
mph in high was 12.3 seconds, on the injected machine. Steady” +a (Not checked) 
(Continued on page 65 ) 





2nd stop 68 Tth stop 63 
3rd stop 63 8th stop 57 
4th stop 54 Sth stop 53 
5th stop 63 10th stop 53 
SPECIFICATIONS 
POWER UNIT: Dual-Quad 








Displacement (Eng. & ..283 eu ins. (4640 cc) 
Mathe 2.0 6sssee a 95/1 / 
Carburetion by ...........--+- . -Rechester 2 four-barrel / 
injection : 
Max. bhp @ ,~< Ebi tecgéaces toe 283 6200 270 6000 j 
Max. Torque, ib-ft, @ rpm....... 290 4400 285 4200 i 
OS eee ee 950 rpm 50@ rpm 
DRIVE TRAIN: Injected Dual-Quad | 
Transmission ratios Rev......... Ree te 2.20 | 
Bictends 2.28 oveuesmee i| 
‘ tales a ree = anti 4 
ABOVE: Chevy “Ramjet” constant flow injector ts self iit detve athe ie, aS le ae 
contained, and sits in plac e of carbs. Better fuel Other available final drive ratio. . 3.27, 3.36, 4.11 
distribution of FI allowed higher compresston—10.5/1 Axle torque taken by...........- Rear leaf springs 
as opposed to 9.5/1 on standard model. BELOW: Weak CHASSIS: 
point in Chev’s handling is rear. Leaf springs Wheelbase ...... a — 
cannot take high torque, and cause axle judder. na aarg Ss ea ~— 
Suspension, front ..............Parallel wishbones, coil springs 
f MM cies cbt .. Semi-elliptic leaf 
Shock absorbers ..............-- Delew 
type oe «sis ab eessaeee Worm and ball bearing roller sector 
Steering wheel turns L to L...... 3 
Turning diameter ..........-..-- -39 feet 
CE cc ccaacneneswesi ees Self-energizing, 11 inch drums 
Brake lining area .............-.- 158 sq. ins. 
SO... ond cine boceh kabee dune 6.70 x 15 
GENERAL: 
td. . soc vecndenaawnce heen 168.0 ins. 
Wik Ss Ss sah enbaneuse dees 70.5 ins. 
wince cab edeed ike tend 52.0 ins. 
Weight, test car ..........--.-4+ Injected 2840 Ibs., Dual-Quad 
2960 Ibs. 
Weight distribution, F/R........ 54.1/45.9 
Weight distribution, F/R 
SOOT . oop cee a garces we 53/47 
Fuel capacity — U. S. gallons... . 16% 
RATING FACTORS: Injected Dual-Quad 
Bhp per le ani pita ns te acnd 1.00 0.955 
per sq. in. piston area ...... 3.01 2. 
Torque (Ib-ft) per cu. in.......... 1.02 1.01 
Pounds per bhp — ee SRE 10.00 11.9 
Piston speed OO ER Ss fis 0 ds 1340 fpm 
Piston speed re 3100 fpm 3000 fpm 
Brake lining area per ton 
(test ear) .......... ccc eaen 107 sq. ins. 
25 
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T shakes and rattles, but it sure rolls on the ovals. That’s 
the old, old story of the Offy, which from howling midg- 
et to the Indy “air compressors” has been unbeatable 

in flat-out track competition. Every once in a while one of 
the road racing boys renounces his European allegiance and 
takes a good look at one of these native torque-producers, 
but more often than not he’ll toss it out with a casual “cams 
no good for road use; can’t carburate it for gas, and besides 
you can’t keep a clutch or a crank in it.” 

Noting the amount of interest from the tight-corner 
crowd, and apparently fed up with amateurish tuning at- 
tempts, Meyer-Drake has had a Class F road-racing version 
of their midget mill available for some time now. The fact 
remains, however, that a lot of good work has been done 
by individuals, largely with the straight midget version of 
the Offy, and indeed the most consistently successful M-D 
powered road duster in the country falls under that heading. 

The parlay of a sharp Offy with a board-flat Italian chassis 
paid off handsomely for Dave Michaels and his associates, 
who started creating an Offy-Bandini in December of 1954. 
Except for a very few retirements, every race entered since 
that time has produced a trophy for the collection, In spite 
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THE OFFY THAT RAN 


A lot of Offenhausers have been put on road courses 


but fewca. match Dave Michaels’ Bandini bomb. 
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II 


By KARL LUDVIGSEN 


of a modest displacement of 1625 cc., it held the two liter 
record at Thompson for a year and a half, and lost it only 
to Masten Gregory and a brand new Testa Rossa, It just 
goes, that’s all, being the result of a happy combination 
which even its creators can’t quite define. 

Michaels Engineering of Belleville, New Jersey houses and 
makes goodies for the car, while Dave drives it and gets his 
hands dirty on it. In the tradition of specials, though, the 
chassis and drive line are the property of Jim Mathews of 
Newark, while the powerplant is supplied by Fred Sinon. 
Many others have invested time and money in the Offy- 
Bandini, including Paterson’s Offy experts, the Ken-Mar Ma- 
chine Shop, but Dave and Jim have sweated more than 
most. 

This little Meyer-Drake is moving, all right, but so are 
some others, and the chassis in this case makes the difference. 
Built in Italy by Ilaris Bandini, the machine was first raced 
in this country by Jim Pauley and put up a good show with 
a reasonably hot Siata-Fiat rocker-box four. This meant 
good roadholding, achieved by a straightforward layout well 
executed in detail. Two oval-sectioned tubes are the main 
frame members, and are joined at the front by a fabricated 








box structure and at the rear by a network of square, round 
and oval tubes. Those side members are nice for this work, 
and can be duplicated in the back yard by PBY aircraft 
struts. 

Many stock Fiat parts are used in the running gear, the 
front suspension being an unequal-wishbone layout from a 
1400 Fiat. Arm pivots and kingpins are conventional, and 
long coil springs enclosing telescopic shocks are supplement- 
ed by an anti-roll bar. Steering gear is 1100 Fiat, giving 
two and three quarters turns from side to side of a very wide 
lock. A short drag link to a center bell crank provides con- 
sistent control with equal-length track rods. 

Springing at the back is classic, with the frame under- 
slung and the axle carried by two semi-elliptic leaf springs. 
These have nine leaves at the center clamps, and eyes which 
are unusually formed as an integral part of two complete 
leaves. Bandini supplied two adjustable radius rods to help 
the springs soak up axle drive reaction, and Michaels fitted 
yet another rod below the axle housing as a finishing touch, 
diagonally-bracing the frame accordingly. The springs han- 
dle lateral location, while Columbus shocks damp out their 
motion. 

Brakes have never given the slightest trouble, thanks to 
careful attention to basically production parts. Tromping 
on the Fiat master cylinder draws fluid from the remote res- 
ervoir and sends it to a single one-inch cylinder per wheel. 
Fren-Do competition linings are both bonded and riveted 
to the cast aluminum Fiat shoes, while the vented Al-Fin 
drums are eleven and ten inches in diameter front and rear 
respectively. Deep finning and drilled backing plates help 
dump the heat. The left-side hand-brake lever actuates an 
internal expanding drum brake of dubious origin mounted 
at the axle pinion. 

The cowl structure is the only non-removable part of 
Bandini’s light and handsome body, which originally shroud- 
ed the tires in unsprung cycle fenders. Michaels has raced 
the car in Unlimited without these and the elongated nose 
section. Full belly-panning is fitted from the firewall back, 
leaving Dave’s very unstreamlined head and shoulders as 
the main source of turbulence. 

Shoving all this along is the faithful Meyer-Drake, which 
by now is an old hand at this road racing business. It was 
first used some four years ago in Sinon’s right-hand-drive 
1950 MG TD, and there drove the much-lowered car through 
an MG gearbox and a 4.55 rear end. Since those days it 
has remained strictly Offy throughout, the only major 
changes being a steady upgrading of the internals to the 
latest factory specifications, The crankcase nose is offset two 
inches to the right and is supported at two frame points by 
a forged cross bar. A mount below the gearbox replaces the 
more common firewall support for the rear. 

Dave readily admits that while this Offy certainly delivers 
the goods, it’s not because of any radical conversions to 
gasoline fuel. In fact, in most respects the induction equip- 
ment remains strictly alky, after extensive experimentation 
with other types. Dave first tried two sidedraft Norden carbs, 
both with a gas manifold and with the larger-diameter al- 
cohol log. They seemed to run too lean at the low end, so 
twin one-and-a-quarter inch SU’s were the next choice. 
These, however, were excessively touchy and couldn’t pass 
enough air, and the nod finally went to two one-and-a- 
quarter inch sidedraft Rileys, fitted with alcohol venturis 
and .060 inch main jets, and mounted on the alcohol mani- 
fold. 

Fuel is drawn from the 10.5 gallon tank by twin Bendix 
pumps and supplied to a block at a pressure of four pounds 
per square inch, Lines from the block to the Riley float 
bowls are of identical length. Head porting remains fully 
machined, as stock. 

The cam drive gearing at the front end is of the latest 
design, and has been used to rotate several different sets of 


Nose of the Offy 
crankshaft is 
offset two inches 
to right, facing 
front of the car. 


Large diameter 
free-flow exhaust 
setup is not tuned, 
but ts adequate 
for present intake, 
and timing. 


Competition 
brake linings are 
bonded and 
riveted to cast 
aluminum 

Fiat shoes. 


Brake drums are 
cooled by deep 
fins and holes 
drilled in 
backing plates. 


Flat belt from 


a lathe grinder 


drives Lucas 
generator hinged 
transversely ahead 
of engine. 


Photos by Typond 
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DFFY-BANDINI. ..a short-course bear with nothing but traction 




















pa g0 Ne. 
\Z >. 
4 ‘ 


he 
=a 





~—\—— § 
~ : 
~ 





a 


Ae 





A 


3 


Ss. 


Ps |i i” 
AWA 


] OFFY-BANDINI DRIVE TRAIN: . 
SPECIFICATIONS Transmission ation 2 Ee er 4 
MB acres 2k ae 
ENGINE: . WG ss 00 
ees b phkacus + +s euenene Meyer-Drake Midget, in-line four Sees ce 
Mite... .2....-.2.30e 3.0 x 3.5 ins (76.2 x $9.0 mm) Final Cir ~~ =< 08 eeeee oes CSF or 6.38 
Stroke/Bore Ratio .............. /i 
“Soe Sai Ce 99.3 cu ins (1625 ce) CHASSIS: 
Compression Ratio ............-+ 10. Front suspension ............... Coil and wishbone, 1100 Fiat 
We aS ve va see #4: 41° overlap, 260° intake Rear suspension ................ Semi-elliptic leaf, torque rods, 
duration > underslung frame r 
gp sg ra 266° intake Shock: BUI sv cc'ccts ccoceN eas vat tom. ae tubular rear 
ra OBC ES os ins is vc cous uat & 1 at, 2% turns L to L 
Both have .400 in intake lift, .375 in Bivmlce Geiss 6 6s oe os cence vn Fiat, 11 in. dis. front, 10 in, rear 
exhaust Wive eleie wis a 0 bs cd caceds Front: 5.00 x 15 Dunlop Racing 
Mek PROM 55 ie Champion R1, R7 or RJ11 Rear: 5.90 or 5.50 x 15 Pirelli Corsa 
pee 22° BTDC Piel Ge: 50 Ob Soo seeks cei 10.5 gal. 
Approx. bhp @ rpm............. 115 @ 7000 GU SE... cv 0 5 ond Daekn eases 1350 Ibs. 
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SPORTS CARS ILLUSTRATED 


Crank with 35,-inch stroke broke just ahead of 
rear main. To reduce possibility of recurrence, 
rear flywheel flange was ground to serve as thrust 
surface. Stroke on the new crank is 3% inches. 





cams. On occasion Michaels has run #5 cams, which have 
an intake duration of 266 degrees and 48 degrees of overlap. 
These sticks bring the power in with a bang at 4800 revs, 
which has worked out on long courses where the Offy gets 
a chance to wind. For shorter runs, like Cumberland or 
Thompson, the more modest #4 cam with 41 overlap de- 
grees and a 260 degree intake duration gives more horses 
low down out of the corners. In either case the valves are 
of equal size and are poked down .400 inch on the intakes 
and .375 inch on the exhausts. Stem clearances are set be- 
tween sixteen and eighteen thousandths, with seat angles of 
45 degrees, while valve spring pressures when fully com- . 
pressed are 165 pounds on the outer coil and 90 on the 
inner. Offy valve lash is set by welding up the stems and 
grinding down to suit, with shims regarded as a last resort. 

Exhaust manifolding is a simple fabricated free-flow set- 
up of large diameter, with no attempts at true tuning. With 
the present timing and intake arrangements there’s no real 
need for anything more elaborate, but Dave is now the owner 
of tw. more Rileys and is planning a four-port rig, with 
which a proper scavenging exhaust would go very well. 

At first, the bevel-driven cross shaft, at the engine front, 
rotated an American Bosch magneto, which had its advance 
fixed at 22 degrees. Solely to avoid backfire when starting, a 
switch was made to a championship-type German Bosch unit 
with a manual advance from 5 to 22 degrees. Plugs are 18 
millimeter Champions, R1’s being the usual wear with R7’s 
if the day turns cold. Specially long races may bring out a 
set of RJ11’s. 











Excellent view of final drive assembly shows 
how Fiat axle bevels are welded to the inside 
of the MG TC differential carrier. 


Riley carburetors, set to original Midget specifications, 
work perfectly on gas on the Offy. Michaels plans to 
add two more Rileys on a four-port intake rig. 








Rear joint on Fiat tubular drive shaft bolts to pinion 
flange that’s Fiat on outside, MG TC on the inside. 
Internal expanding drum brake is of dubious origin. 


































































Moving on down, we find short, full-skirted pistons that 
are cam-ground and Nurlized. They run at a skirt-to-wall 
clearance of .004 inch in a bore that has been ground out 
twice and now mikes out at exactly 3.000 inches. Three 
Grant rings are carried, below a markedly domed head that 
gives a 10.4 to one compression ratio. Lower domes provided 
8 to one back in the MG days. 

Aluminum plugs locate the full-floating steel wrist pins 
in their bores. The connecting rods are of the most recent 
pattern, with a bronze little-end bushing and Federal-Mogul 
inserts on the two and three-quarter inch diameter big ends. 
All the bearings are extremely wide, which in part accounts 
for the support of only three mains for the fully machined 
crankshaft. These three-inch diameter mains, though, are 
poured into their removable diaphragm assemblies and then 
line bored when the latter are bolted into the barrel-type 
crankcase. 

A negative Magnafluxing junked the first crank, of 3.5 
inch stroke, after one hard season in the MG. It was re- 
placed by a late-design unit with 354 inch stroke and hard- 
chrome journals, which one day gave up the ghost just for- 
ward of the rear main. Among the steps taken to minimize 
the possibility of recurrence was the grinding of the eight- 
holed rear flywheel flange to serve as a thrust surface. Pre- 
viously the rear half of the crank had to transmit clutch 
thrust to the customary surfaces on the center main. The 
stroke is now back at 3.5 inches. 


(Continued on page 5° ) 


TOP: Five-speed Siata-Fiat gearbox ts synchromesh 
in top four speeds, works off modified Fiat clutch 
with Raybestos truck facings. Shift linkage was 
moved from side of box to a handy top location. 
BOTTOM: Excellent view of the three-inch-deep 
adapter ring that bolts to plate on back of Offy. 
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LEFT: looking East along the Marina. Maceo Park 
is at the left. BELOW: Fangio, in usual 

winning form, flashes past Maceo Park, Fuel line 
trouble on Portago’s car assisted in his win. 


a tS ESE RR 


HE old man was just cruising. You could tell from the 

sound of the 300-S Maserati he wasn’t really pushing 

—yet. He’d been out on the course only an hour and 
there wasn’t any rush, not with two more hours to go for 
that practice period. 

He wasn’t exactly creeping either, though. Fangio never 
creeps in a race car. He just hadn’t really turned on the 
tap yet, though; two minutes, 10 seconds per lap. Fair but 
not fair enough to win a race on that circuit—just fast enough 
to learn every bump and slick spot, every place where water 
might come over the sea wall and every place where some 
kid could leap out in front of a race car. Down the Malecon 
drive to Maceo Park, around the park and back up the 
Malecon along the seawall past the U.S. Embassy to Marti 
Children’s playground, left into the Vedado, hard left again 
and through a series of doglegs and out onto the Malecon— 
three and a half miles in two minutes and ten seconds. 
Quick, but not quick enough to win, just fast enough to 
learn the way, to find out that Havana’s streets are smooth 
and very, very slick, and that the Habanero will walk un- 
heeding directly in front of a race car. Or reach out to 
touch it for luck. 

So El Chueco” practiced. Lap after lap. Finally the pitch 
of the engine rose a little: two minutes, eight seconds. Then 
a little higher: two minutes, six seconds, Then a pit stop. 
A quick conference. A few more laps: two minutes, four 
seconds, Fast enough for fastest time of day. The counter- 
point of 3.5 Ferrari bass had resulted in 2:5-plus for Hill and 
Portago. 

The old man had learned the course. It was good enough. 
Later it would be good enough to win—but not without a 
fight. 

There was the late Eugenio Castellotti. There was Stirling 
Moss, out to show that a good little man in a good little 
car could put up a scrap in any league, There was Phil Hill 
in a going 3.5 Ferrari, Carroll Shelby in the biggest car in 


BY JOHN CHRISTY 





































Shelby, in second place, leads Moss out of turn 
in the Vedado section. Police kept crowd off 
street as cars went by, but when road was clear 
spectators dashed from one side to the other. 


the race and, on paper, the fastest, a 1.9 Ferrari. There were 
Peter Collins, World Championship runner-up for the year 
before, Olivier Gendebien from Belgium, and Masten 
Gregory, a savage pusher from the U.S. circuits and new 
boy on the Ferrari factory team. And then there was Portago 
—Marquis Alfonso de Portago (and a dozen other names) 
—a man whose very life is based on winning at anything. 
From pinball in a beer parlor to bobsledding in Switzerland, 
you name it, Portago lives to excell. 

But the old man from Argentina had experience, a fast 
car and a plan. And he had practiced. For six hours he had 
practiced in the three-liter Maserati, until he knew every 
culvert, every bump in that section of Havana. 

Race day came and with it the Habaneros and Habaneras, 
70 thousand of who paid for choice seats or standing room 
along the curbs and another 200 thousand who perched on 
buildings, ledges, fences, balconies and trees. 


Long straights on course allowed flat-out 
acceleration, but tight corners at 

Maceo Park and Marti Park handicapped 
big cars like Shelby’s 4.9 Ferrari. 








Pit stop for Shelby and 4.9 Ferrari provides 
plenty of action for the pit crew, while the 
heavy looking-on ts done by a young 
Habanero who shouldn’t have been there. 


First there were speeches. Speeches by every official who 
had cause to be there. And while the speeches continud the 
competition lined up. In the front row: Fangio, Portago, 
Hill and Shelby. In the next row, Moss, Schell and Collins, 
with rest bringing up the rear in two more lines. 

The engines fired up in a harsh, ear-slamming symphony 
of power and then as suddenly, died. The speeches weren't 
quite over and one must listen to one’s hosts. 

Then the speeches stopped. Eighteen starters turned over 
and the crackling and ripping began again. But with one 
difference. One deep note was missing. Hill in the Tilp 3.5 
Ferrari had shut down like everyone else. When he grabbed 
the starting lever nothing happened. The flag dropped and 
he was left at the line to be pushed off by his crew and to 
follow the pack. And to be black-flagged for an illegal start. 

First into the Maceo loop was Shelby, herding his big 
hog like the farmer he would like people to think he is. 


(continued on next page) 33 











Cubana 


continued from preceding page 


Next was Portago and then Moss, who out- 
dragged the entire pack but two in a 2-liter 
Maserati to charge into the first loop in 
third spot. Right on his tail were Fangio, 
Collins and Castellotti with the rest strung 
out behind. 

In the first loop Portago pulled along- 
side Shelby on the inside and then away. 
Shelby caught him on the return straight 
but was nailed again in the tight streets 
of the Vedado. Portago was in the lead 
when they hit the Marina again, and 
stayed in the lead until the 67th lap, 
when a broken fuel line forced him into 
the pits for a five-minute repair job. Be- 
fore this stop, however, he was putting in 
lap times of just over two minutes, and 
on one lap was clocked at two minutes, 
one and one-tenth seconds. Shelby pushed 
his beast as hard as he could, turning in 
one lap time of 2:01.3, but it was just too 
much machine to herd nimbly around 
hard, tight turns. 

Moss tried to give the leaders a hard 
time in the 2-liter Maserati, and at one 
point passed Shelby and almost nailed 
Portago. But what he wanted to do and 
what the car could do were two different 
things. The oil plumbing gave up after 17 
laps. Moss later took over Schell’s Mase- 
rati on the 57th lap, but was forced out 
again by the same ailment. 

In the meantime, Fangio had his plan: 
he knew every bump on the course, and he 
knew the limits of his car. Drive as fast 
as course and car allow, and keep the pres- 
sure on the boys until they or their cars 
goof. When Moss dropped out the first 
time, the old man was in third spot. Along 
about the 40th lap, he motored past Shelby 
and proceeded to hound Portago. The 
Cubanos cheered Portago wildly as lap af- 
ter lap, he held off the old man. When 
the Marquis was forced into the pits, 
Fangio had the lead, and kept it for the 
rest of the race. 

When Portago reentered the race, he 
was in fifth spot. He didn’t like this, and 
rapidly commenced to make up for the 
lost time. The crowd had cheered wildly 
before, but now they really cut loose as 
he picked off Gendebein and Collins. But 
there weren’t enough laps left, and he fin- 
ished third behind Fangio and Shelby. 

Would Fangio have won if Portago’s car 
hadn't made that costly pit stop? Portago 
was turning in faster lap times, and he 
certainly didn’t goof. One indication is 
given by Fangio himself. At the awards 
ceremony after the race, when he was 
handed the winner’s goodies, he said, 
“Here, gentlemen, is the real winner of 
the race,” and introduced Portago to the 
crowd. 

Eight cars of the 18 starters finished the 
race, which was sponsored by the Cuban 
Sports Commission with the assistance of 
Cubana Airlines. Order of finish was 
Fangio, 3-liter Maserati; Shelby, 4.9 Fer- 
rari; Portago, 3.5 Ferrari; Collins, 2.0 Fer- 
rari; Gendebein, 2.0 Ferrari, Alfonso G. 
Mena, of Cuba, 3.5 Jaguar; Pietro Drogo, 
2.0. Ferrari; and Masten Gregory, 2.0 Fer- 
rari. 


John Christy 
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HANDSOME LEISURE SHIRTS SHOWN 
IN FULL COLOR ON THE FOLLOWING 


PAGES ARE ALSO AVAILABLE 
AT THESE FINE STORES 
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America’s Fine Shops 


PRESENT... 
SIX COLLECTORS’ ITEMS FOR FATHER'S DAY - 1957 



































Presenting Six Collectors’ Items in Leisure Shirts 
by Alfred of New York, Modern in a Time Sense, 
but Collectors’ Items in the Antique Sense of 
Rarity, posed against a background of authen- 
tic Collectors’ pieces, and enabling you to honor 
the Family Original with an Alfred Original 





on Father's Day... 
Shirts by Alfred have the Appeal of the Rare. 
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ber... Charter Member of the proud lineage of distinctive 
sir debut to Alfred ...50% “Cupioni’ Bemberg and 50% coiton with 
able 


hand... Amenable, serviceable, hand-wash 


the charter mem 


+) , 
Ne eir Geo 


—. 
tyled with short collar and slash pocket-tops, much copied but still very much original wit 
Red and White, Blue and White, Yellow and Brown... 
wim trunks with new side pockets... $10.95. 
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“ARISTOCRAT OF MAN MADE YARNS* 
Ti L...$12.95...Matched sw 


New York section are available at: 


all six leisure shirts in this Alfred c 
WICHITA, KANSAS 
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the bodicool... Alfred has taken Folker’s famous Rayon Challis and styled it 
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with life and animation... Pocket flaps and short cuffs with vent effects... Styling, tailoring, 


detailing place it wide apart from the customary ...And the fabric is tingle-cool as a 


first frost... Hand-washable, in White, Beige, Light Blue, Grey, Canary, Navy... 


S, M, L and XL...Short Sleeves... $8.95. Long sleeves... $10.00. 
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4 
all six leisure shirts in this Alfred of New York section are available at: cQhank Go. 


PORTLAND, OREGON 
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the lord tattersall.. 


. Narrow bias edging around the collar and 


red and you!. 


f 


checkerboard between Al 
other characteristic Alfred nuances of 


. Assembled in a lustrous 


styling and tailoring .. 


hand-washable fabric of 80% cotton and 


.3 yarn-dyed colors — 


silk woven by Stehli.. 


of 
/o 


20 


.. Short sleeves, 


grounds. 


Red, Blue and Toast on All-White 


.S, M, L and XL... $12.95. 


it. 


all six leisure shirts in this Alfred of New York section are available at: Sf ss trawuss 


Continental collar, and an air about 
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IN THE HEART OF DOWNTOW 


INDIANAPOLIS 


BROAD RIPPLE 








the duello... Alfred was first to introduce the tucked and pleated BIB 
leisure shirts and the Duello is his own fav 


wide tucks are stitched ddwn to give a darker effect 


in 

orite collector's item for Father's Day... 
in the bosom... Makes your laundering 

. Alfred's Continent 


ric of 80% cotton and 20 


> GU 


Its 


easier and your laundress happier.. 
Tailored in a friendly washable fak 


® silk in yarn-dyed stripes 


> 


with quiet woven jacquard figures. Grey, Blue, Beige ... S, M, Land XL... $15.00. 


At 
all six leisure shirts in this Alfred of New York section are available at: he | alle ros. Gp 
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CLEVELAND, OHIO © ERIE, 


PENNA. 








the bravado ...The name derives from the nature of the shirt...A flawless 
leisure effect in a sort of lawless pattern...A striking combination of cotton and silk 
with contrasting chest and yoke stripes repeated in both the collar and short vent sleeves... 
Slashed piped pocket accentuates the whole effect... Backgrounds of Navy, Brown, and 
Charcoal with the White contrast... You'll be a marked man in The Bravado!...S, M, L and XL... $12.95. 


all six leisure shirts in this Alfred of New York section are available at: JS2S, ! 4 Wilson 
Downtown & Highland Park Village « Dallas 
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the pioneer... The contrasting stitching in the collar and the pocket-tops of this 
effective shirt is a typical example of creative styling by Alfred. Stitches are a detail, 
of course, but it’s details that have given Alfred a reputation for totals! Medium len 
short sleeves and wide cuffs, in a lustrous silken blend of 50% cotton and 50% “ 
woven by Skinner... Hand washes as easily as you wash your hands.. 


S, M, L and XL... White, Beige, Light Blue, Canary, Navy... $10.95. 


* . 
all six leisure shirts in this Alfred of New York section are available at: ulna om 


FOREMOST IN APPAREL 
Memphis, Tennessee 
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FREE! Big, full-color reproduction of Fury painting! Write Plymouth Division, Chrysler Corp., Dept. EE, P.O. Box 1518, Detroit, Mich. 





Its a rare car that rates a toast! 


fury owners ...and all who have shared the great exhil- 
aration of just handling a Fury ... have an almost personal 


affection for this uncommonly spirited car. 


Few automobiles in history have merited such regard. 
But Fury combines unusual, clean-limbed beauty with 
response and roadability very seldom found on wheels. 
A new Fury V-800 engine gives vigorous answer to your 
command —turning up a tremendous 290 horsepower, with 
S-barrel carburetion for direct fuel flow to each cylinder. 


~~, 


For the man who 7 


furry by PLYMOUTH 


really loves cars 


Heavy-duty, racing-type torsion bars team with new 
ball-joint construction up front, and new asymmetrical 
rear springing, for level, no-sway cornering and no-dive. 
no-dip stops. New brakes virtually abolish fade: the shoe 
follows the drum as the drum expands under heat, main- 
taining full lining-to-drum contact. 


And all this in a full-size car which still provides amaz- 
ing car-and-driver intimacy. Try Fury. You'll be quite 
likely to propose a toast yourself! 
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Latham blower dismounted. Standard Latham set-up uses two Carters bolted to the intake chamber. 





WIST UP A CYCLONE 


By ROGER HUNTINGTON 


O the performance enthusiast, Norman Latham’s new 
axial-flow blower offers a big chunk of horsepower and 
torque that can be bolted on his engine in a handful 

of hours—at a fairly reasonable price. To the automobile en- 
gineer the Latham development represents a very brilliant 
attempt to adapt what is potentially the most efficient of all 
supercharging systems to a relatively simple, inexpensive 
passenger car installation. (Formerly axial-flow compression 
has been pretty much confined to high-priced aircraft jet 
engines, gas turbine engines, etc.) 


PRINCIPLES OF AXIAL-FLOW COMPRESSION 


Actually, the basic physical principle that governs centrif- 
ugal compression of air also applies to the axial-flow com- 
pressor—that is, we accelerate the air mass with a rotor, 
which adds momentum or kinetic energy, and this energy 
is converted to pressure by decelerating the air aft of the 
rotor section. Operating characteristics (pressure curve, 
pumping capacity, power requirements) of the centrifugal 
and axial-flow types of supercharger are similar. 

To explain the operation of the Latham blower, I sup- 


Experimental installation should 
sate thirst of the big inchers. Au 
flow is improved with four Carters 
and ouilet tubes on each side of 
volute chamber, which feed ports 
through twin log manifolds. 











Latham ’s latest axial flow supercharger is now completely 


bug-free. Here is how it stacks up on a big overhead Ford V8. 


Axial flow rotor and stator disassembled. Each stator section (11 altogether) is a small compressor in itself, decelerating 
the airflow, and directing it at the proper angle into the next set of rotor blades, 





pose the closest analogy would be a simple house fan. Here 
we have several rotating blades set at a pitch angle that cut 
into the air on the front side and accelerate it toward the 
rear side. The mass of air comes off the rear side with a 
combination of whirling and axial motion (“Axial” means 
parallel with the axis of the rotor.) This air velocity, of 
course, represents potential pressure energy. In other words, 
a sensitive pressure gage held in the air stream from the fan 
would show some positive pressure, due to the velocity. 

A simple fan makes a pretty poor “compressor.” The 
blades have to bite at an inefficient “angle of attack” to 
give lots of turbulence, and the step-up in air velocity with 
just one set of blades is very limited. Which brings us to 
the principle of the Latham compressor: Here we use 
several “stages,” or sets of blades operating in series—ac- 
tually eleven sets of them—which give the air mass a pro- 
gressive boost as it passes through the blower. The pump- 
ing capacity, pressure, and efficiency are determined by the 
area of the channel across the blades, blade angle, number 
of stages, rotor rpm, and area of the inlet duct. 

Now if we just had these sets of rotor blades whirling 
in a closed casing we wouldn’t have anything but a glorified 
fan. Efficiency as a compressor would be nil. The first 
stage would give the air a rotary as well as axial motion, 
and it would strike the second stage at such an angle that 
the blades would be virtually “stalled.” This means we've 
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got to have sets of “stator” (stationary) blades between 
each rotor section—to direct the incoming air at the rotor 
blades at the proper angle of attack for the desired output 
and pressure, Also, since the air mass is being continually 
accelerated as it passes through successive stages, the rear 
blades must be set at a smaller pitch angle to maintain the 
same angle of attack for the higher air velocity. 

So you can see that the whole compression process is the 
same as in a centrifugal supercharger. In the case of the 
centrifugal we accelerate the air mass to high velocity by 
utilizing centrifugal force to pull it outward on a rapidly- 
rotating impeller wheel—so it is thrown into the outlet 
chamber at a velocity approximately equal to the top speed 
of the impeller. This will range from around 750 feet /sec- 
ond for automotive superchargers up to 1500 feet/second 
with aircraft types. With the Latham blower we graduaily 
accelerate the air mass in an axial direction through several 
stages of blades by utilizing the downward thrust imparted 
to the air by a crude airfoil section! For this reason we 
don’t need such high blade speeds with the axial-flow to 
get a certain pressure. Also, you will note that, in both 
cases, we don’t have actual compression until the high- 
velocity air mass packs into the outlet chamber, where it is 
decelerated. 

This feature sets the Latham supercharger apart from 
the highly-developed axial-flow compressor units used on 
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modern jet engines and gas turbines (I want you to take 
careful note of this). These expensive compressors use 
rotor and stator blades of intricate airfoil sections. Without 
going into too much technical detail . . . the contoured 
venturi-shaped passages between blades here give a “dif- 
fuser” effect in each stator section, so the air is slowed 
down and compressed as it passes through the blower. Each 
Stage is actually a separate compressor unit. This deal gives 
the very ultimate in compression efficiency — simply because 
the contoured airfoil sections give smooth air flow, and air 
velocity is held down to keep shock losses at a minimum. 
Overall compressor efficiencies of over 85% have been ob- 
tained on large aircraft axial-flow units, compared with 
maybe 30-50% for most automotive blowers. 

The Latham supercharger uses curved sheet metal blades. 


acd 


Latham assembly mounted on a Chevrolet engine, 
shows compactness of unit and versatility of design. For 
all its push and power, blower increases fuel economy. 


Without the venturi-shaped sections between blades there 
can be no diffuser action, and no internal compression. 
Accelerating air velocity means increased shock losses. It 
cannot possibly approach the efficiency of large axial-flow 
compressors as we know them. 


AXIAL VS. CENTRIFUGAL 


All this brings up a natural question: Granted that the 
Latham compressor does not realize the full potential efh- 
ciency of axial-kinetic air compression, how does it stack 
up performance-wise and efficiency-wise against its chief 
competitor in the automotive field, the McCulloch cen- 
trifugal blower? Let’s let the slide rule talk for a minute. 

The McCulloch supercharger is “rated” at 29,000 rpm and 
an air flow rate of 23 lbs./minute (equivalent to about 200 
hp). At this point on the performance chart the pressure 
output is 5.3 lbs./sq. in., and the horsepower required to 
drive the blower is 12. Now a quick calculation on the basic 
equation for adiabatic compression of pure air shows that 
the implied overall efficiency here is 51 percent. This seems 
quite reasonable. 

The rating point for the Latham compressor is 18,000 
rpm, at which point the free air flow rate is about 19 
lbs./min. (equivalent to around 160 hp). The claimed 


(Continued on page 60 ) 
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Instrument panel of 
test °50 Ford. Aux- 
iliary panel below 
dash has tach and 

pressure gauge. 


Test supercharger was 


set up on ’55 Ford 
Mainline engine. 
The non-standard in- 
stallation of the 755 
engine in the ’50 
chassis leaves little 
room for blower. 
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As D500 is braked heavily and cut hard into slow right-hander, left front bumper still stays clear of. ground. 
\ | Road stability was of very high order for two-ton car, and fins gained credit for straight running in crosswinds. 
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ROAD TEST: THE DODGE 


N case any of you fell into a coma sometime around : 
49, when the Great American Car was likened equally 
to juke boxes and the Queen Mary, gather ‘round, and 











































“Four-eyes” by Dodge have one headlight we will bring you up to date. At a feeble glance you can 
one big parking light under each hood. Small tell that more than a few changes have taken place in 
point on top helped to aim, park big car. Chrysler products—the styling alone shows that. Exner and 


his crew used the rawest, boldest possible shapes to on- 
note motion. It’s far from subtle, but it works, and that’s 
what counts in this business. Dodge is one of the most 
commercial in the line, with its bluntly aggressive front 
end and jagged tail light silhouette, and whether you ap- 
prove or not you have to admit that it looks fast. For- 
tunately the D500 has the muscle to back this up. 


Under the extroverted shell of these machines (Chrysler 
chasses being virtually identical through all five lines) 
there’s a very nice job of engineering. We feel, in fact, 
that this is probably the most advanced and best all-around 
conventional chassis in the world today. In other words, 
you can’t go much farther without resorting to air springs, 
independent rear suspension, etc. We don’t, of course, 
mean that the D500 will corner with a Healey on an ab- ; 
solute basis, but we do mean that this geometry does an 
astonishing job of handling a 4000 pound car. 

Parallel wishbones’ are still used at the front end, but 
instead of varying greatly in length they're now nearly 
equal. This alone gives much better control of traction in 
roll, as well as a higher roll center. The pressed upper arm 
is angled to give an anti-dive reaction on braking, while 
the lower arm is actually a pressed lever stabilized by a 
brace forward. A longitudinal torsion bar is driven by each 
-lever. Torsion bars were used mainly to allow more com- 
pact linkage so the engine, and then the whole car, could 
be lowered, but they now allow a ready means of altering 
weight distribution. Hint to Plymouth owners: Use Dodge 
bars; they’re heavier. 
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These changes plus ball joints have cut the number of 
grease fittings from 23 to 8, but the rubber bushes for 
the bottom-arm brace should also be specially silicone- 
lubed at infrequent intervals. The rear leaf springs are 
outboard-mounted, and are so proportioned that the bulk 
of the leaves are in the short section between the axle 
mount and the front spring eye. This is only about 1/3 
the total spring length, and acts very effectively as an 
axle locator during acceleration and braking. The back 
2/3 is quite slim and does most of the actual springing. 

This is just a rough rundown, but it shows some of the 
technical reasons why the D500 attracted us before we 
took the wheel. We'd heard a lot about it from those who 
had already driven '57 Chrysler products, and it transpired 
that the D500, in contrast to last year, uses perfectly stock 
Dodge running gear, and in fact is an engine power option 
available in any model for a mere $113.65. Not bad for 
the genuine twin-rocker-shaft hemispherical heads and a 
single Carter four-barrel, giving 285 horses. We were able 
to obtain this package in the most compact Dodge model, 
the Coronet Lancer hardtop, equipped with the new 
‘“TorqueFlite” automatic three-speed box. Thanks are due 
here to Izzy Shochat, at Mann Auto Sales in Rockaway Park, 
N.Y., and to Morty Nadler, their service manager, who 
did a top job of preparing our test car. 

But enough talk. Frankly, we got quite a few kicks from 
tooling this carriage around, and here are the reasons why 
—plus a few sore spots. 


Our test machine had power brakes and power steering, 
and to get the most out of such a car you just have to forget 
your prejudices and adapt to a new driving situation. 
Power steering, particularly on Chrysler products, is very 
much a mixed blessing. On the one hand, control is utterly 
effortless at all times, and devoid of road shock, with a 
very moderate caster action. Hydraulic assist allows a good 


In SCI’s fastest test bend, D500’s speed and controllability compared favorably with general run of 
production sports cars. Leaning only moderately at 75 mph, front wheel outward camber is not excessive. 
































AT RIGHT: Trunk 
was incredibly huge, 
lid well counterbal- 
anced. When tight- 
ened, spare holds 
jack, tools, wheel 
check securely. 

BELOW: Finished in 
white, flat black, 
dash was readable, 
neat. Controls logi 
cal, well placed. 
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Most masstve-looking of 1957 Chrysler line, Dodge is keyed to high medium-price sales. Window area great, 
top light-looking, very low. Wide door allows easy entry, however, and rear wheels aren’t hidden by pants. 


steering ratio, for American iron, giving 334 turns between 
locks, You can actually get around fairly tight bends with- 
out taking your hands off the wheel. 

On the other hand, there arc a couple of inches of play 
at the center position, and there is absolutely no “feel” 
to tell you how heavily those front tires are being loaded. 
Some drivers also complain that power. steering allows the 
car to wander more on a straight, but this is usually pilot 
error and can be eliminated by using a light touch on the 
wheel. We tend to feel that the very lightness of the steer- 
ing is a big help in cornering a car of this size, and we 
question the assumed fact that any standard American 
steering actually tells you any more about front wheel con- 
ditions. Even with this fairly good ratio, initial steering 
movements and subsequent corrections are made by taking 
pretty healthy cuts at the wheel; there are .few fine points 
in practice. Power steering just makes this easier to do. 

In judging how big a cut to take, though, you must 
depend entirely on information received through the wind- 
shield and through the seat of the pants. Most driving is 
actually done this way anyway, so we didn’t find it a serious 
handicap. The Dodge seating position is very good, the 
seat back being at a nice angle and the smallish wheel 
placed well forward, Seats themselves are on the firm side, 
and though they look divided, the smooth material and 
lack of shaping allow you to slide around on turns, Belts, 
as usual, would have been a big help. Without them, the 
seat-of-pants indications are good but not forceful. 


The same isn’t the case with vision, since the broad and 
high windshield gives a virtually unobstructed forward 
view. There was some distortion in the sharp wrap-around 
sections, which don’t come back so far as to knock your 
knees when getting in. Hard-top design has removed all 
other blind spots, though cutting down the pillar sizes 
hasn’t boosted the strength of the roof structure. Con 

















AT LEFT: Belting 
through hard left, 
D500’s tail stuck well 
but could be broken by 
stab at loud pedal. 
Power steering helped 
make rapid corrections. 
AT RIGHT: Door 
handle is innovation, 
must be pulled up and 
out. Move is natural, if 
no packages are carried. 


trary to popular belief, the fins are no major handicap to 
rearward vision, though at a quick glance they can fool 
you into thinking that some maniac in another car is 
about to nerf you into the bushes. 

During the top speed runs, by the way, we had one of 
the heaviest crosswinds ever to occur on the test stretch, 
and the D500 trundled on as if in a vacuum, We do give 
the fins some credit, since they actually should shift the 
center of wind pressure rearward nearer the car’s center of 
gravity. 

You can see where you're going, and you can feel most 
ot the car under you, and around fast bends it feels sur- 
prisingly four-square and stable. Weight is shifted toward 
the nose, but not to excess, with the happy result that 
there’s a marked degree of understeer without the total 
loss of responsiveness that sometimes accompanies this. 
When the wheel’s turned the front tires take a good bite, 
and the Dodge bends around very neatly. Relative front, 
rear spring stiffness and roll resistances are such that the 
rear end is extremely difficult to break loose, in sharp con- 
trast to most American iron. In fact the only way we could 
break traction was to stab it hard in the middle of a tight 
right angle. Then it went, but fast. Steering speed and 
lightness allowed control to be kept. We understand that 
if those rear tires come loose at higher speeds, there’s little 
chance to get the Dodge back in line again, but our car 
showed absolutely no desire to do so, and we sure tried 
to force the issue. Tire pressures used, by the way, were 
36 pounds front and 32 rear, 

In brief, the new Chrysler chassis layout is designed to 
cope with the bulk of the modern American car under 
faster-than-normal cornering conditions, and it does an eye- 
opening job of it. The Dodge is just too darn big to feel 
good on tight right angles, but even there neither end 
wants to wash out and you can keep control. It rolls, taking 


(Continued on page 62) 

















1957 DODGE CORONET D500 





TEST CONDITIONS: 


Mummber aboned 5. 6.66 sok ccs J 355 Ibs. with t 
TE UNDOUMIIOE © 8 on C25 s iv cass vices Wind 1045 m dry con- 
yr at sea level, 954 miles on car 





PERFORMANCE 
TOP SPEED: 
Two-way average .............. 109.2 mph 
Fastest one-way run ...........- 112.5 mph 
ACCELERATION: 
From zero to 
TE hoe eds fi weeds cies 2.9 
OE eee ios 0s ee KoA 4.8 
Oe WN ek ioe Leck sk abosuees< 6.5 
Oe I Sc kk vod Cate eens nes 8.5 
TO GUN sob oN kn Keck ages oo San 11.0 
OP I en dsic ook chin < ken 15.3 
= i os in oes oka s 00 ¥% 20.6 
SOO: MU ich eA ea a eo on ve 28.3 
Standing % mile ............... 16.6 
Speed at end of quarter ......... 83 mph 
SPEED RANGES IN GEARS: 
RS a or Pe! 0 to 39 mph 
RR er a oe 6 to 72 mph 
Be Ka a cae has Aa er 0.4 60 0 to top 
SPEEDOMETER CORRECTION: 
—— 
Se RENE ET AAs Mleg e8e 2 
50 
60 
70 
80 
90 
100 
FUEL CONSUMPTION: 
eS Ree ey 6 mpg 


Average driving (under 66 mph). ie a mpg 


BRAKING EFFICIENCY: 
(10 successive emergency stops from 60 mph, just short of locking wheels) 








ee ae 58 
BR COU ice 80 6 Cae eae nse <'e 50 
6S eee eT eee Te EE 50 
OU. COON. igi cc nies ac ( basins 47 
OO i ik beck aR oeas ves 53 
Oe on nd ab dde wes tedeae 45 
a OO ik bao veh cakiensowes 45 
UN COs os bc cnet ba Nk Ges <4 o0 45 
eh COUN ois oa ne Ache esos Kee 44 
RE WOO cabs hac de we wc ckciasacese 43 
SPECIFICATIONS 
POWER UNIT: 
SO. oc ci dk eis ns Cem ER NAO es 00 a 
Valve arrangement ............. Overhead inclined, pushrods 
Bore & Stroke (Engl. & Met.) ..3.69 x 3.80 ins. (93.5 x 96.5 mm) 
Stroke/Bore Ratio .............. 1.03/1 
Displacement (Engl. & Met.) . "335 eu. ins. (5320 ec) 
Compression Ratio ............. 9.25/1 
Corburetiom BF ....ccscssisesesss 4-barrel Carter 
Minx. bhp @ FP nn cs cesiccees 285 @ 4800 
Max, torque, Ib_ft, @ rpm ....345 @ 2800 
OS re ee 525 rpm 
DRIVE TRAIN: 
Transmission ratios 
WO. a puccdbdentaseheepinceeet 2.20 
ipod ek nab ads «iene esedbieun 2.45 
Os: <Guueead esas chee wekiska ve ae 
BS Cao id ea ah badansann es 6% 
Torque converter @ stall ........ 2. 70 @ 1870 rpm 
Final drive ratio (test car) ..... 3.36 
Other available final drive ratio.3.54, 3.73, 3.91 
Axle torque taken by ........... Front sections of rear leaf springs 
CHASSIS: 
EE ae A ee 122 ins, 
BOE onde cicevsnd ot dinen 60.9 ins. 
BS os. i i iden cenok becuse 59.7 ins. 
Suspension, front ............... Parallel wishbones, torsion bars 
Suspension, rear ............... Semi-elliptic leaf springs 
Shock absorbers ................ Oriflow tubular 
NE ON ng so cov wnc evens cud Coaxial power 
Steering wheel turns L to L ...3% z 
Turning diameter .............. 43 ft. 
MONON I Be ok cask cc as ch cosas 11 in. center-plane, vacuum servo 
Brake lining area .............. 207 sq. ins. 
Wheel studs, circle diam, ....... 4% ins, 
RK WO ig Eb wba Bde na tn co 7.50 x 14 
SE ID c's oc vec nm waw hs thane 5K 
GENERAL: 
Gn Tok tive Ch sew od cna 4h e 212.2 ins. 
DEMME - ihacdentin esd ested asaeve 77.9 ins. 
EE, aain i sb vaxd hea vale es 54.1 ins, 
Weight, test car ............... 3920 Ibs. 
Weight distribution, F/R ...... 59.2/40.8 
Weight distribution, F/R, 
ee a ee 58/42 
Fuel capacity—U.S. gallons ..... 20 
RATING FACTORS: 
fe ee ee 0.877 
Bhp per sq. in. piston area ..... 3.33 
Torque (ib.-ft.) per cu. in. ..... 1.06 
Pounds per bhp—test car ...... 13.7 
Piston speed ¢ CO Oe i. 5 cok 1480 fpm 
Piston max bhp ...... 3040 fpm 


Brake lining area per ton 


eee ee ee ee 


re) 25 





Counterbalanced hood opens wide, reveals fully- 
packed engine room. Heater and blower bulkhead- 
mounted in fiber case, left of bellows for brake servo. 

































Like many ’57’s, Dodge uses paper air cleaner for easy 
service and low hood. Element ts blown out at 6000 


miles and thrown away at 12,000. Other access good. 
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SPORTS CARS ILLUSTRATED 


No newcomer to Grand Prix Formula racing, John Cooper has poured much experience into brand-new 
Formula II machine. Body has been cleaned up, holds side tanks for expected race lengths of 200 miles. Big 
enough for either drum or disc brakes, wheels are carryover from 1100 cc sports car (see SCI, Nov., 1956). 


Two For Formula | 


By ALBERT DOUGLAS 





Colin Chapman made his name in sports cars (see P. 48), and has now built his first genuine Grand Prix 
car. It’s also the first open-wheeled job since the old Mark VI, in deference to the destres of customers, but 
full streamlining may yet be available. Intakes for We ber carbs can be seen on this prototype. 


Y the time you read this, some very exciting racing a 10/1 compression ratio. Bore and stroke are 81.2 x 71.1 


will have taken place. Syracuse, Aintree, Goodwood mm, which add up to a capacity of 1475 cc, or 90 inches— 
and Silverstone will have been clawed and scratched just under the 91-inch formula limit. 
by a howling swarm of small machines, as fast as Lancia- Running on 100 octane pump fuel, as required, peak 


Ferraris and fighting like Cooper-Nortons. Formula II torque is 108 Ib-ft at 6500 
should be in full swing, if a few loose ends — as outlined 
in SCI (February, 1957) have been tied up. 

U. S. plans aren't definite, though Frank Kurtis’ new 
roadster-type midget looks like a natural for road racing. 
Continental competition is still a-building, and it looks as These are to be available, around the middle of 1957, 
if June or July will roll by before Ferrari et al are ready in both sports and GP form, and most early versions have 
for the flag. It’s certain as tomorrow, though, that the used the standard Weber twin-throat carbs. Recently, 
English will be very well represented, thanks to the efforts though, they have been appearing with the long-awaited 
of two long-time sports car competitors and a remarkable SU siamesed instruments, designated type D.U.6. SU has 
industrial engine builder. Lotus and Cooper are the cars, been at work on these carbs for quite a while, and great 
while Coventry-Climax supplies the horses. Together they things are expected of them. Though the operating prin- 
should be top contenders, at least in the shorter-distance ciple remains the same as the single-throat SU, with a 
events run under the brand-new Grand Prix formula. vacuum-cylinder-controlled tapered needle operating in a 

Since both the machines are designed for the new single jet per throat, the D.U.6 should have an advan- 
Climax FPF engine, let’s review that briefly, first. Unlike tage over the Weber in that it is a variable-choke type 
earlier products of this factory, this four-barrel has twin with high gas speed in the lower part of the throttle range, 
overhead cams, and it develops 141 bhp at 7000 rpm, on and resulting “cleaner” running. Efficiency at wide-open 
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rpm. The valves (two per 
cylinder) are set at an included angle of 66 degress, and the 
fully counterweighted crankshaft revolves in five main bear- 
ings, of the indium-plated lead-bronze strip type. Lubrication 
is dry sump, with two scavenge and one pressure pump. 
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The new racing class gets underway with a pair of spank- 
ing new lightweights from Chapman and Cooper. These two 
could just knock off a few GP records on tight courses. 





This, the new Coventry Climax FPF four-barrel, is the only English-built engine that will be able to drive 
the Cooper or Lotus to international victories, and the delivery picture is not bright. It’s here seen in 
sports trim, generator being removed and magneto re placing distributor for GP use. New SU carbs fitted 


throttle seems to be at least comparable to the Webers. 
Each carburetor has two separate vertical cylinders mounted 
on a single float chamber body, which will greatly ease 
pressure on installation space. The type D.U.6 instruments 
will undoubtedly be fitted to all cars which use the 
Coventry-Climax FPF unit, and to many more when they 
can be supplied in quantity. 

Until the FPF’s are really available, many owners will 
have to make do with the single-stick FWB unit, which 
was developing 100 horses at 6000 last year. With twin 
Weber 40DC03 carbs and a Scintilla magneto, one such 
engine has been boosted to 113, which will be good for 
a start but not good enough to keep up with the conti 
nentals when they get going . 

The new Formula II Lotus is the first single-seater car 


to emanate from the busy litthe North London works, and 
it shows the usual Chapman genius and attention to 
detail. It created tremendous interest at the London Motor 
Show, and more than one famous designer was to be seen 
hanging over the stand rails, studying the many and 
unusual features of the car. Even Jaguar Chief Sir William 
Lyons said that Colin Chapman was the “man of the 
show.” 

The very light frame follows normal Lotus sports car 
design and is a multi-tubular structure with one inch 
square section lower longitudinal members, and upper 
members of one inch round section tubing. Bracing mem 
bers are of 34 inch round tubing, and these, like all frame 
tubes, are of 20 gauge thickness 


Although of light construction the frame is extremely 
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ABOVE: Progressive shift is near left hand, 
mounted on round-plus-square tube truss frame: 
Small open drive shaft is covered by seat. 
BELOW: Antzi-roll bar end also braces top sus- 
pension arm on Lotus, All previous Chapman 
cars have had swing axle front ends. 





rigid, but it is further stiffened by using a 14 inch light- 
alloy plate sandwiched between the engine crankcase and 
clutch housing, and by bolting it to the frame with cone 
nuts. This contributes greatly to the efficiency of this in- 
teresting machine. 

The rear end of the frame also comes in for some addi- 
tional stiffening by mounting the fuel and oil tanks in a 
sub-frame which also forms a bracing structure for the 
center-section. This is a happy idea, for it provides stiff- 
ness in an area where there is need to reduce the depth 
of the frame to provide room for the driver. Some of the 
lower frame members are used as delivery and return 
pipes for the engine lubrication system, where they also 
serve as a simple form of oil cooler. 

For the front suspension, Chapman has broken away 
from normal Lotus practice—the swinging half-axles are 
abandoned for a wishbone layout of unusual form. Bottom 
wishbone is of welded tubular construction, with the for- 
ward arm well splayed to resist braking forces. Top wish- 


f4 


Deceptive in appearance, Lotus de Dion tube is very light; 
each wheel has 2 degrees negative camber, Springing ts by 
coil-shock units, and radius rod on right locates laterally. 





Braking, drive torque reactions are taken by 
i rear-mounted box and inboard disc brakes on 

Lotus, allowing very light central radius rod. 

Gearbox was wooden mockup, for show only. 


bone is really a single tubular arm of massiv~ proportions 
which is braced by the ends of an anti-roll b. r. In this way 
Chapman has saved weight, making the anti. oll bar per- 
form two functions. The steering pivots on b Il-joints, and 
is controlled by a Lotus rack and pinion gear and two 
piece track rod. 

Front brakes are outboard and are of the disc type simi- 
lar to those fitted to the Lotus sports mod ls They have 
proved their worth in racing, and although they weigh but 
two pounds each they have tremendous stopping power and 
long life. They are hydraulically-operated and work direct 
from the master cylinders; no servo assistance being re- 
quired with so light a car. Suspension medium is coil 
springs wrapped around tubular hydraulic shocks. 

Rear suspension has been developed from the Lotus de 
Dion system, but weight has again been saved by simplify- 
ing the location, The lightweight de Dion system tube is 
located centrally by a single swinging arm connected to a 
Y-shaped_ chassis-bracing member behind the driver's seat. 
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Frame of new Cooper ts not true truss type, uses curved 
tubes which are horror of stress analysts. Cars still won’t 
break in two seasons’ campaigning, a claim which 

Lotus can’t make, Hoops are added for new body shape. 
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Rear-engined Cooper uses gearbox and drive 
casting from front-drive Citroen. Newer verston 
will have individually removable straight-cut gears, 
giving wide ratio choice. Reverse gear is optional! 


There are single radius arms each side of the chassis frame, 
and ingeniously the right-hand one is connected to the left 
hand side of the frame by a further arm which forms an 
A-bracket. The rear suspension medium is also coil spring 
shock units, and these are mounted outside the body panel- 
ing on extensions at the rear of the frame. 

Girling disc brakes are also used at the rear but they are 
mounted inboard, close-up to the gearbox final drive unit. 
Ihe gearbox is perhaps one of the most interesting features 
of the whole car. Suitable gearboxes for this type and size 
of car are virtually unobtainable in the British Isles, the 
normal engine-mounted gearbox presenting the great prob 
lem of a high seating position for the driver, due to the 
central location of the seat and the height of the propeller- 
shaft. Three ways to get over the problem are to I: run 
the transmission along the side of the car, 2: drop the 
transmission line, 3: mount the engine at the rear. 

Chapman does not favor rear engines like his com- 
petitors Cooper Cars, and he has overcome the snag by 








Cooper radiator not mounted here, is ahead of oil-tank 
which is held by rubber cords and rests in sponge 


padding. Cross spring front end is basically the same 
/ 


ay r 500 crarsavgo 


as first Cooper, ten years ane 


designing, in conjunction with ex-Coventry-Climax engi 
neer Harry Mundy, and building a new all-indirect, rear 
mounted gearbox. This has made possible a dropped trans 
mission line and a remarkably low seating position with 
its consequent reduction of speed-cutting frontal area. It 
could be another delivery snag, though, since all the cat 
had at show time was a cardboard mock-up. 

Gear changes are made with a small lever positioned 
close to the driver's left side. It is mounted in a six position 


(Continued on page 55) 


FORMULA II 
BASIC SPECIFICATIONS 


Cooper Lotus 
WINE ois oncdes Babes. cbdsvens 91 ins. 88 ins. 
Pe ROE ik. ob ckienec come esus 45% ins. 48 ins. 
Ce EE ve an aneewees + sé bawnte 47 ins. 48 ins. 
| A eer Pe 136% ins. 131 ins. 
TE POU rice caeebecscveauinas 700 Ibs. 645 Ibs. 











With blower screaming at full noise, in third, the SLS squats and bites for traction down straight at Paramount. 


Sequel: 
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BLOWER FOR A SCREAMER 


NUSUAL California weather doesn’t care when it 

strikes. If you happen to be out on a course trying 

a fast car, you can either quit or take your chances 
in the wet. Chuck Porter and I tried to do both. It’s the 
first time I was ever willing to swap a bucket seat for one 
in a Ford pickup . . . but the pickup was dry. 

The occasion was an attempt to assess the difference in 
performance of the Mercedes SLS now that it’s running a 
McCulloch blower. The site was the newly-opened Para- 
mount course. 

In the little time that the course was dry and it was 
possible to use full throttle, it was easily apparent that 
there is quite an improvement in acceleration. Throttle 
response is good. Although there is some tendency to load 
up on the overrun if rpm drops below 3000, the engjne 
displays no hesitancy under most conditions. 

The first rain of the year turned the oily black top into 
a slippery bit of business. Too hasty action engaging the 
clutch when shifting into fourth, even at 100 mph on the 
straight, was enough to start the father and mother of all 
slides. Cornering and braking became a matter of cor- 
recting slides, all of which held the promise of becoming 
vicious. Porter must have nerves of steel to be able to 
watch his car running on a course like that. 

Actually, the most conclusive proof of improvement was 
shown on the drag strip. Here this blown 183-inch en- 
gine hauled through the traps at almost 105 mph in 12.7 
seconds, an elapsed time that puts Porter in the running 
with the fastest cars on the Coast. This is a lot different 
from when I tried the car before, and noted that it was 
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By RUSS KELLY 





Intake port of blower projects through hood, 
and scoops cool air. Because blower follows 
engine layout line, it is slightly off-center, 
and cocked in relation to chassis-body line. 


a little slow coming out of the chute (SCI Nov. '56). 

Porter, a nice guy who can take his lumps without com- 
plaining, has had the privilege of pioneering this type of 
installation on a Merc and feels that now the teething 
troubles are past, it’s really going to be worth it. 

The McCulloch blower is a standard unit delivering a 
maximum of five pounds over a range that extends from 
3000 to 6000 rpm. Location proved to be a real problem. 
It had first occurred to Porter that the ideal spot would 
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be the position occupied by the water pump and generator 
However, the problems involved in the relocation of these 
components found him considering every other possibility. 
All the other possibilities lost. 

The water pump and generator unit was moved over 
to the right hand side of the block. Special brackets were 
fabricated from sheet stock and attached to the motor 
mount, in such a way that accessory belt adjustment would 
be possible. This involved rerouting of all the water hoses 
and the alteration of the lower water outlet on the radiator 
core. The fan was done away with entirely and the radiator 
moved forward one inch. 

The oil radiator also caine in for alterations. It was 
found that the stock inlet and outlet fittings would not 
clear in the increasingly crowded front of the engine area. 

The length of the supercharger placed the drive pulley 


‘*...a@ conservative 30 percent more bhp and more torque lower down. 
Translated, this is a healthy belt in the back...” 


LEFT: Fitting blower was no small problem. Crank- 
shaft was reworked to take extended pulley shaft. Cross- 
member was cut in U-shape to make room for pulley 
shaft, reinforced at bottom with channel. BELOW 
LEFT: Generator is in normal position. Blower pulley 
is five inches forward. Radiator moved one inch ahead. 
BELOW: Overall view of engine and blower. Blower 
runs five pounds maximum, and screams very loud. 


center line almost five inches forward of. the crankshaft 
damper. To take care of this, it was necessary to machine 


a special five-inch extension shaft that would carry the 


pulley for the accessories and the pulley for the super 
charger drive. This dual pulley unit bolts to the front of 
the crankshaft vibration damper in place of the stock pul- 
ley. Porter, at first, had some misgivings about this un 
supported length being so far in front of the front main 
bearing, but it hasn’t given any trouble. However, special 
care was taken to insure that it was perfectly balanced. 
Io complicate matters further, the front crossmember 
passes directly in front of the end of the crankshaft, only 
inches away. Of an oval section, this crossmember’s greatest 
diameter is vertically disposed. So, looking at the cross 
member from the top, it has a width of about 2.5 inches 
and a depth of almost four inches. Porter felt that this 


(Continued on page 66 ) 





Superb engineering talent and uncanny ability for making every 


pound count have given Chapman a reputation as a boy genius 


and some have compared him with the elder Mr. Ford, but... 
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DON’T EVER CALL HIM HENRY! 


The drill! as, 





' inventive Colin Chapman at his Lotus factory, Hornsey, London. Above him 
hangs Mark 1X body (basically a Mark VIII with improvements). Forty models were built in 1955. 


By MERWIN DEMBLING 


OLIN Chapman, the man behind the Lotus, is a 

plump, peppery, prematurely grey London engineer 

whose face occasionally sports the kind of smile found 
on cats who have eaten canaries. 

Twittering songbirds may not be his favorite dish, but 
Chapman has plenty to look smug about anyhow. In the 
nine years since he was a frustrated fighter pilot banging 
around in trials with just another Austin-7 special, he has 
seen his Lotus cars win a coveted place for themselves high 
on the roster of hot sporting vehicles. From a guy who had 
to do a lot of fast promoting to snag the engine out of a 
hundred-dollar wreck, he has become one of the rare busi- 
nessmen who can look their accountants unflinchingly in 
the eye. The final hallmark was stamped on his success a 
few months ago, when Britain’s starchy Society of Motor 
Manufacturers and Traders opened the doors of their 
Piccadilly palace to him. Still on the cheerful side of thirty, 
he’s by far their youngest member. 

Despite enough feathers in his cap to make him the clos- 
est thing to an Indian chief to be found in the North 
London suburb of Tottenham, Chapman bridles when re- 
ferred to as a boy genius, and positively snarls when over- 
enthusiastic admirers rate him a potential Henry Ford. 
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Nevertheless he and Ford do have a couple of very im- 
portant traits in common. Chapman, like old Henry, has 
the uncanny kind of engineering talent that almost always 
turns up a simple solution to a complicated problem. 
Troubled with oversteer on his Austin-7 based Mark I 
Lotus, Chapman eliminated it neatly and brilliantly by 
turning the back axle upside down. Wanting a rigid chassis 
for fast roadwork and a supple one for trials, Chapman 
got both on his Mark II by inventing the “Jelly Joint,” in 
which the front axle and spring were pivoted on a bracket. 
Loosen two bolts and the entire assembly swung free to 
pick its way over rough terrain. Tighten the bolts, and 
the Mark II had the stiff springing necessary to keep a high 
speed car from ignoring the road. Needing four-port pep 
from the two-port Austin-7 engine, Chapman designed for 
his Mark III a canny inlet manifold, in which a center divi- 
sion nuzzled into an asbestos strip between two valves, giv- 
ing each a private port. 

Natural genius? Not altogether. Chapman is a product of 
the University of London’s College of Engineering. He pref- 
aced his entry into full-time motorcar design by reading 
every technical automotive treatise in the library of the In- 
stitute of Mechanical Engineers. His Jelly Joint was the 



















The one and only Mark III—a 
750 cc formula car. During racing 
season it was wildly successful. 


result of a months-long study of tractor front suspensions. 
But the talent was there to begin with: at the age of seven 
he mopped up neighborhood competition by sawing an ex- 
baby-carriage axle in half and equipping his soapbox racer 
with crude but adequate I.F.S.! 

There is another gift that Chapman shares with Ford, 
and the world being the tough place it is, this may well 
prove the more important one. Ford’s ability to rake in 
gold was so spectacular that his heirs are now saddled with 
the dreary chore of giving the stuff away. Chapman hasn't 
gotten that far yet—his heir is still going da-da-da in a play- 
pen—but his skill at harpooning the slithery buck is fast 
becoming legendary. One friend, who prefers not to be 
named, describes Chapman’s business technique as a dazzling 
combination of charm and calculation. “Colin will sell you 
the right time,” he says, “and probably get a commission 
from the chap who owns the watch!” 

This type of money-making brain is normally found only 


Left: Chapman’s Mark IX 
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in second-hand car dealers, so it’s not much of a surprise to 
find that Chapman made his business debut as afsecond 
hand car dealer. He didn’t set out to become one, but his 
first car—a decrepit B.S.A. three-wheeler—handled sc badly 
that in a day he turned it over—at a $50 profit. This was 
such easy money that he couldn't resist unloading semicon 
scious jalopies on a few more wide-eyed suckers. Dignity 
caught up with him after a while, though, and he took a 
position as a development engineer with the British Alumi 
num Corporation. His job was to dope out new uses for 
aluminum, but he is the kind of engineer who follows 
wherever his slide-rule leads him: he never hesitated to 
recommend sheet steel when the figures turned out that way 
they kept 
him on the payroll until he/turned in his uniform to head 
his own business—making Lotus cars, 


The corporation showed remarkable patience: 


Considering the amount of genuine fame the marque has 
won, and the size of the dent it has made in motor sport 









first really celebrated Lotus. It 
made a name for the marque. 
* Right: Le Mans, 1956. Colin 
Chapman in Mk XI Lotus. 
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Above: This is Chapman’s finest design yet—the 
latest Formula II Lotus. (Full report on p. 42). 
This car was the first prototype. It did not run. 
Upper left: Cramped shop quarters are clean and 
well organized. Mark X, rear; Mk IX in foreground. 
Lower left: Rear end of “Eleven Le Mans” Lotus 
shows typical Colin Chapman attention to detail. 


it is a bit of a surprise to discover how few Lotuses there 

really are. The breakdown goes something like this: 

MARK I—Chapman’s original special—Austin-7 chassis and 
engine. Only one made. 

MARK II—Austin-7 frame, Ford 1172 cc engine, and Chap- 
man’s Jelly-Joint. Trounced a Type 37 Bug at Silver- 
stone in 1950. One only. 

MARK III—Austin-7 frame and engine, with de-siamesed 
inlet ports. No other 750 cc formula car could touch it 
during the season Chapman raced it. Only one made. 

MARK IV—The last Austin-based Lotus, and the first Lotus 
made to sell. The orders poured in after Chapman’s 
dazzling performance with his Mark III during 1951. 
Nevertheless there was only one of these made. 

MARK V—There never has been a Mark V Lotus, but there 
probably will be one someday when Chapman gets the 
time to design it. Piqued when the 750 Club declared 
his de-siamesing operation unconstitutional, he an- 
nounced that he believed a 100-mph road sports car 
could be developed using an un-supercharged Austin-7 
engine, and Lotus Mark V was the designation reserved 
for it. He hasn’t really tackled the problem yet, but 
gossip has it that his slide-rule is leading him toward a 
plywood body. 

MARK VI—This is the model that made the marque’s name, 
but surprisingly enough there were only about 100 kits 
sold. Designed so that it could be assembled with a 
minimum of tools by any talented amateur, the kit con- 
sisted of a Chapman-designed multi-tubular frame, and 
modified Ford moving parts. Chapman, still working at 
British Aluminium, and his friend Michael Allen 
chipped in to start Lotus Cars, Ltd. He hasn’t divulged 
their capital, but it couldn’t have been any spectacular 
amount, because as soon as they had built the proto- 
type of the Mark VI the firm ran plumb out of money. 
Fortunately the prototype was demolished enroute to 
a race in 1952, when it was only a month old, and the 
insurance payment put the business back on its feet. 























Once in production, the Mark VI kits went 
like hot cakes, and eight of them were 
shipped before Chapman got a chance to 
put one together and try it out for him- 
self. 

MARK VII—Mark VII? Mark VII's a 
Jaguar. 

MARK VIII—By 1952 Chapman knew 
that he couldn’t get top performance from 
conventional-bodied cars any longer, but 
the big drawback with super-streamlining 
is that it generally winds up weighing 
more than a plain, un-aerodynamic body. 
It took Chapman and Frank Costin, an 
aircraft engineer, two years to perfect the 
triangulated space frame and aerodynamic 
body for this one, but when they got 
through they had a really fast, scientifically 
streamlined vehicle. Powered by an engine 
made up of Morris 10 and TC MG bits 
and pieces, the low-drag body swept along 
so silently that Lotus mechs were involved 
in three Technicolor crack-ups because 
they couldn’t use wind-rush to judge their 
speed. Ten Mark VIIIs were built. 

MARK IX~—Basically a Mark VIII, with 
a few improvements. About forty were 
built in 1955. This year was a banner year 
for Lotus, for the marque’s racing suc- 
cesses fill twelve legal-size pages, single 
spaced. 

MARK X—1500 cc version of the Mark 
IX. About 10 built. 

MARK XI-—This is the current Lotus, 
introduced in 1956, and with it Lotus goes 


Lively All New Hillman 





real fancy. With a Coventry-Climax engine, 
disc brakes, and a deDion final drive it’s 
called the Le Mans model; a live axle and 
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drum brakes make it the Club model, and 
the same with a Ford 1172 cc engine is 
called the Sports model. Club and Le Mans 
models tack a number on after their name, 
depending on which Coventry-Climax en- 
gine they use. They are 75's if they are 
powered with the FWA 1098 cc engine with 
standard camshaft producing 74 bhp at 
6250 rpm. The same engine with stage two 
camshaft (83 bhp at 6800 revs) makes the 
85. The 90 gets its number from the FWE 
1290 cc engine, for this delivers 91 bhp at 
6500. An FWB 1460 cc mill delivers 100 
bhp at 6250, so it doesn’t take a Van Doren 
or even an Einstein to figure out that this 
model will be the 100. And if daddy’s rich, 
sonny gets a 140, equipped with the FPF 
twin overhead cam job, holding 1475 cubi- 
cal centimeters and disgorging 141 bhp 
when you revolve it 7000 times in a minute. 

Close on the heels of the Mark XI, of 
which somewhere over 140 have been built, 
comes the F2 to mark Lotus’s debut in 
formula racing. None of these have actu- 
ally been built yet, but a dozen were or- 
dered at the 1956 London Motor show. No 
matter how one figures Lotus production, 
it is hard to make the total of all models 
add up to much over 300 cars. Yet there 
are practically no sports or racing en- 
thusiasts who haven’t heard of the Lotus, 
and even fewer who haven’t wanted one. 
This becomes all the more remarkable 
when one considers that Chapman spends 
next to nothing on advertising or pub- 
licity. The Lotus got its reputation when 
owners of the marque began talking it up, 
and held its reputation when competition 
laurels proved that the design had some- 
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Out-performs 
many sport roadsters 


In Europe’s racing circles, the British-built 
"57 Hillman Sports Convertible is known 
as the comfortable four-seater that can 
out-pace many competition-type roadsters. 
Hillman’s spirited new ohv engine un- 
leashes record power for surging accelera- 
tion and flashing speed, yet delivers up to 
35 miles per gallon. Ball-joint front sus- 
pension, telescopic shocks and unitary 
construction assure rugged endurance and 
combine with ultra-precise steering for 
hair-trigger maneuverability. 

This exciting car says, “Let’s go,” not to 
one or two people, but to the whole fam- 
ily, yet costs $1,000 less than U.S. models. 








Double-duty Hillman Husky 


new MILLMAN 


Rootes Motors, Inc., 505 Park Avenue, New York 22, N. Y., 9830 W. Pico, Los Angeles 35, Calif. 
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under the hood 











These two machines are making plenty news in 
the automotive press right now, and for very 
good reasons, At RIGHT the very impressive SS 
Corvette is seen during final assembly before 
Sebring, where Fangio and Moss put it through 
some record-breaking practice laps; read the 
whole story next month. Radiator air is fully 
ducted, and header tank was later fitted just 
above generator belts. BELOW are the workings 
of the new Mercedes 300SL Roadster, showing 
the complete redesign of the tail structure to 
give some luggage room, Big cross tube under 
floor is addition to strengthen roofless version, 
as is stressed cowl. Observant readers are 

urged to compare tube frame structures of these 
two cars, from cowl forward. The similarity 

is very flattering to Rudolf Uhlenhaut. 














Indy vs GP 
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coming a headache for the GP chassis de- 
signer, who also has to supply independent 
front suspensions to ensure control on 
bumpy surfaces. Solid De Dion axles are 
almost universal at the rear, though, and 
the Bugatti type 251 GP car and the old 
Cunningham C-5R used solid axles at both 
ends in a manner reminiscent of the early 
Kurtis roadsters. 

Once through the corner the foot goes 
down and acceleration tells the story. Sim- 
ilarly, on the way into a bend it’s decelera- 
tion that counts. At Indy, the important 
kick must come in around 130 mph. and 
carry out to the top end, and even being 
optimistic about top speed this only in- 
cludes the top third of the rpm range. In 
round numbers, then, the Offy has to pro- 
duce power between 4000 and 6000 rpm., 
which means top-end output and not real 
middle-range torque. 

The old Ferrari V-12 had problems in 
the 500 because of the wide spread between 
the torque and horsepower peaks that is 
called for by road racing. Four or five gear- 
box speeds help keep the revs in the right 
range from the standing start on up, and 
flexibility often scores over sheer peak 
power. Roots blowing and direct fuel in- 
jection help this cause, while frame- 
mounted final drives and torque-bias dif 
ferentials make sure the power is applied 
to the road. 

Very effective negative acceleration is 
applied to an Indy car by closing the throt- 
tle, whereupon the Offenhauser “air com 
pressor” lives up to its nickname and slows 
the machinery right down. At the same 
time, the methanol can flow through and 
cool things off. Brakes serve mainly to 
stabilize the car before a corner and to 
set up the drift, and disc brakes are used 
not because they dissipate heat well but 
because they are lighter than drum equip- 
ment. In contrast, braking down over a 150 
mph range demands the fullest use of both 
gears and brakes, and this point in partic- 
ular sets the Grand Prix car apart from 
US-built vehicles. Drums are huge and 
thoroughly cooled, while highly-developed 
disc units are coming into use, especially 
on English cars. 

Maximum speeds reached at Indianapo- 
lis are not really significant, since they are 
only a function of the cornering speed and 
ensuing acceleration. As they demonstrated 
at the Chrysler Proving Grounds, the road- 
sters can hit higher maxima if their gear- 
ings are raised from the Indy level. Gearing 
also plays a big part in the top speeds of 
GP cars, but in general the road racers en- 
counter long straights more frequently and 
can actually reach and hold their upper 
limits for useful periods of time. For this 
reason, fully streamlined bodies have been 
more successful on certain very fast Euro- 
pean courses than at Indianapolis, which 
appears fast but actually places a premium 
on acceleration out of those turns. If they 
were geared for their theoretical tops, both 
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Volkswagen Owners ! NOW get Both 


THE RELIABILITY YOU WANT 
THE PERFORMANCE YOU NEED 






with a 


JUDSON 
SUPERCHARGER 


Fifty percent more horsepower 
Cuts acceleration time in half 
Eliminates loss of power on hills 
Better control for safer driving 
Doubles passing ability at any speed 


BRINGING COMPLETE SATISFACTION TO 
THOUSANDS OF VOLKSWAGEN OWNERS 


Experience ao new thrill in driving. Imagine cutting your acceleration time in half 


having 50% more horsepower at your command 
along at a higher speed with less engine effort . . 


driving . . 


. taking hills in high . cruising 
. shifting gears half as much in city 


. the engine responding immediately to the touch of your foot on the acceler- 


ator. You can pass when you want to and have extra power when you need it. A Judson 
Supercharger on your Volkswagen will give you this improved performance and surging 
power smoothly, dependably and without sacrificing engine life in any way. Only Judson 
gives you a complete supercharger installation designed specifically for the Volkswagen. 


IT'S AMAZING 
say grateful owners 


“The increase in acceleration is positively 
amazing. | would never have believed it 
possible" 


“IT never knew what | was missing until 
| installed one of your superchargers on 
my Volkswagen” 


“| now have over fifty thousand miles on 
my Judson Supercharged VW and it is 
the best investment | ever made" 


; i 
1 Please send me complete information on ! 
i ! 
1 the Judson VW Supercharger. sc. ! 
i i 
' i 
l ' 
' Name : 
l ' 
i ' 
, ! 
i i 
, Address ' 
' ! 
, ' 
; ' 
1 City States ; 
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JUDSON RESEARCH AND MFG. CO. 


CONSHOHOCKEN Ya PENNA. 











VOLKSWAGEN OWNER’S HANDBOOK | 


144 pages 
+ over 150 illustrations 


Here is a brand new book 
every VW owner and pro 
spective owner will want 
Written by Clymer Publi 
cations’ Technical Editor 
alelal a ahialal eda 
cently visited Europe and attended the VW me 
chanics school, this book gives full details on 
care and servicing of the VW n nontechnical 
language. A MUST for the VW owner and en 
thusiast. Postpaid $2.00 


Floyd Clymer, 1268 S. Alvarado, 


AROUND THE WORLD 


with Motorcycle and Camera 
s thrill-packed travel book by German journa 
ists and expert photographers, Ejitel and Rolf 
| Welale|-Mamalel Maile lal’ os and maps of their recent 
around-the-world ney by motorcycle and side 
car. Educational, humorous and fascinating story 
of their experiences in every country. 94 photos 
of famous people and places. Gives details of 
ot SE MMA te l¥i(ohilolsl MM olgelel (tail Mie lals Mo] i MM laiielaiilehitela| 
the world traveler will want to know. 230 pages 
NEW, JUST OUT. Postpaid $2.50 
Deluxe (Fabrikoid bound with 

jold leaf lettering). Postpaid $4.00 

OTHER BOOKS 

1956 INDIANAPOLIS YEARBOOK $1.50 
FORD OWNER’S HANDBOOK $2.00 
CHEVROLET OWNER’S HANDBOOK $2.00 
PLYMOUTH OWNER’S HANDBOOK $2.00 
THE SPORTS CAR ENGINE $1.50 
THE MODERN CHASSIS $2.00 
MODEL T FORD SCRAPBOOK $2.00 


2talog on 100 books—FREE! 


Dept.SC-§ Los Angeles 6, Calif. 
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Jim Fergusson 
Motors for — 


A.C. © M.G. 
JAGUAR 
PORSCHE 

AUSTIN-HEALEY 











3020 YONGE STREET 
TORONTO 
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VIGA 
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GRILLE GUARDS 


Lovely car, lovely grille. To keep it that 
way, we suggest you nveet in our solid 
machined steel guard. O iece support 
brackets, hardened steel “bolts, all oe 
chromed. “3 $2 


WIND WINGS & SUN VISORS. Best way 
to keep the Le Mans grime off your face, 
and your co-pilot’s hair in place. Thick 
plastic, with solid brass fittings, heavily 


chromed. 
curtains. 


WIND WINGS-$16.95 VISORS—$6.95 
TONNEAU COVER 


Grey or Black peat eee : $19.95 
3- ply Canvas—Black or Tan ................$31.95 
3-ply Canvas—White . eovee2 04.95 


LUGGAGE RACK 
Tubular steel, triple-chromed ............§39.95 


Do not interfere with top, 


BRIGHAM—ST. JOHN, INC. 


7713 Melrose, Los Angeles, California, WE 8-2724 








Indy vs GP 


continued from preceding page 


types would probably level out at around 
190 mph., with a slight edge for the Offy- 
powered Cars. 

As the adage goes, better performance 
means little if you don’t finish the race, 
and durability is an important factor. On 
the one hand, the Grand Prix engine must 
dart rapidly up and down its speed range 
for roughly three hours, while the Offy 
blasts along within a narrower band for 
slightly less than four hours. The road 
racing chassis, on the other hand, gets 
flogged heavily around corners and over 
bumps in contrast to the relatively smooth 
and even travel of the roadster, which ac- 
tually takes a lot of its beating from the 
trip-hammer vibration of that four-barrel. 
Though there are exceptions, then, the 
Offy has been so refined and freed from 
gremlins through its many years of circling 
Indy that it must be one of the most mon- 
otonously reliable engines in the world. 
In contrast, its supporting frame is very 
lightly shock loaded and can be flimsier 
than the Grand Prix chassis, which is at- 
tacked by a more complex array of forces. 


Constructionally, Grand Prix cars tend 
to rely heavily on ferrous forgings, alloy 
castings and tubular structures, all care 
fully calculated to pare off any excess 
weight. For the sake of ease in construc- 
tion and repair, American builders lean 
toward fabricated chassis, using a lot of 
tubing, channel and sheet stock. As a result 
our machinery tends to be heavier per unit 
of strength than that created overseas. 

Now that we've run through these ger 
eral categories, we can take a quick look at 
that proposed Monza match race, which 
would be called the “Cup of the Two 
Worlds”. In 1955 the Italians quickly 
erected a 2.64 mile concrete banked track 
at the Monza Autodrome, which they re- 
ferred to as “Indianapolis-type” but which 
is much more like a half-size Chrysler 
Proving Ground oval. The banking curves 
upward and is angled about 40 degrees at 
the top. The surface never did settle prop- 
erly and is extremely bumpy on the bank- 
ings. As mentioned, the race would be for 
500 miles, but the organizers have fouled 
up analysis by planning to run it in three 
heats, with all cars running each time. 

Staying within the limits of the present 
GP formula, there’s not much to choose, 
on speed, among Ferrari, Maserati and 
Vanwall. The Ferrari-reworked Lancias 
carried Fangio to another championship 
in 1956, and seemed to offer a good bal- 
ance between handling and power—neither 
the best, but together enough to win. Mas- 
erati couldn’t find the power to match 
their very good roadholding, while Van- 
wall had many more horses than they 
could put to good use. The offset Maser 
(April ’56 SCI) -was built specially for 
Monza, and with their brand new V-12 
engine should be very fast. Peter Collins 
in the latest Ferrari has lapped the banked 
track at 160, taking one of the worst beat- 
ings of his life from the lousy surface. 

Now, the boys over there have quite a 
few engines bigger than 21% liters, which 


are being considered. Maserati’s big four- 
cam 41% liter V-8 is good for about 380 
horses on gas, and even cut down to 4.2 
will probably give 400 on alcohol. Ferrari 
might use his latest 3.5 liter V-12 sports 
engine, which on alky could also be very 
potent. The old V-12 and the 4.4 six are 
out, but he’s reported to be at work on a 
four-liter four-barrel. 

Now, taking the other side, we can com- 
pare the shallow, tight Indianapolis cor- 
ners with the open Monza bankings and 
try to come up with the roadsters’ speed 
potential on the latter course. If we accept 
a speed of 132 mph through the turns only 
as being representative, the cornering force 
at the tires can be calculated by taking 
into account the radius of the corner and 
the degree of banking. If this force could 
be reproduced at Monza the roadsters 
could fly through those horseshoes at 179 
mph., but a suitable drift could hardly be 
held on that surface with so little excess 
power, and a reasonable figure might be 
nearer 165 or 170 for the lap. 

On the basis of pure speed, the US-bred 
machine should have the edge against 
bona-fide GP iron, especially since the race 
would be run to suit their left-hand weight 
shift. Assuming a lap record between 160 
and 165, the race average might fall be- 
tween 145 and 150, which is quite a pace 
for 500 miles. The Offy engine could doubt 
less handle it, with the right gearing, of 
course, but the chassis loads are unbeliev- 
able. 

At 150 mph on the Monza banking the 
car’s weight is doubled by centrifugal 
force, and height variations between the 
concrete slabs feel like the city hall steps 
under those conditions. In 1955 a quarter 
of the starting field retired because of 
suspension or chassis breakage, an almost 
unheard-of failing, and the figure rose to 
37 per cent in ’56! Chances are, though, 
that the Indy chassis would have an even 
harder time of it, since the track is bumpier 
than ever. 

On the other hand, there is absolutely no 
evidence to show that a Grand Prix engine 
in full racing tune could last out the dis- 
tance. At the above mentioned speed the 
contest would take slightly less than three 
and a half hours, while the fastest Euro- 
pean races such as the Avus and the full- 
course Monza last for about two and a 
third hours at roughly 130 mph. Very 
shrewd preparation might bridge the gap, 
but it’s a wide one. As it looks from here 
the Indy car would be the favorite, with a 
margin of speed and dependability under 
the hood. Its chassis may very well cause 
trouble on the rough bankings. 

Seven of the ten American drivers have 
already been picked up by the USAC, the 
remaining three to be the top three Indy 
finishers (outside of this list). The lucky 
men are: Jimmy Bryan, Tony Betten 
hausen, Sam Hanks, Pat O’Connor, Johnny 
Parsons, Paul Russo and Troy Ruttman. 
We feel the choice is excellent. Since both 
Bettenhausen and Russo will be wheeling 
the Novis this year, there’s an excellent 
chance that these fantastic machines: will 
be representing us at Monza. We sincerely 
hope that the Firestone tire team, which 
was set to visit the track in April, will 
bring back dope both on the casings re- 
quired and on the chassis beefing that will 
be needed to last the 190 laps. 


Karl Ludvigsen 
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“quadrant” which provides a “straight- 
through” change from one gear to an- 
other, motor-cycle style. There is no neu- 
tral position between each of the five 
forward speeds, but, for example, a change 
can be made from fifth to third by slid- 
ing through fourth gear position with no 
delay. All gears ‘are mounted on a short 
mainshaft and engagement is by dog 
clutches. Sixth position is marked “N/S,” 
which signifies that neutral or reverse can 
be obtained in that position according to 
the setting of a smaller lever positioned 
near the driver’s left hand. 

The unusual-looking wheels are devel- 
oped from an American aircraft type and 
are magnesium-alloy castings only 14 inch 
thick, with “crinkle spokes.”” Rear wheels 
which have the wider rims weigh 7 lbs. 
and the front ones 63, Ibs. 

With his customary grasp of the situa- 
tion, John Cooper had three Formula IT 
Coopers racing three months before the 
new category came into force. He was 
forced to use makeshift power-units, but 
there is no doubt that in those three 
months he learned a great deal about 
handling, roadholding, body-shape and 
the hundred and one things that go into 
the make-up of the modern racing car. 

In the late autumn he also took a 
Cooper-Climax sports car down to the 
Monza track in Northern Italy and 
pounded it around the new banked cir- 


cuit at racing speeds for over 2000 miles. 
This new circuit is a real chassis-breake1 
and it speaks volumes for the Cooper's 
robust construction that its tubular frame 
(similar in basis to the FII structure) 
suffered only one small crack in one of 
the minor members at the rear. 

The 1957 version of the FIL model 
retains many of the 1956 features, but 
has come in for the innumerable alter 
ations and modifications that are com- 
monplace in any establishment connected 
with the manufacture of racing cars. The 
new car is much better-looking than its 
predecessor. The body is fatter, due to 
bulges required by the side-mounted fuel 
tanks, which give it a similar appearance 
to the 1939 Auto-Union, but of course in 
miniature. Altogether five fuel tanks (in- 
cluding one cowl-mounted) can be fitted 
which will give the car a racing range of 
over 200 miles, a distance that John 
Cooper predicts will become standard in 
FIL events before long. 

Chassis frame is basically the same as 
last year although many minor “mods” 
have been carried out since the Monza 
tests. Suspension (transverse leaf spring 
and single bottom wishbones) is the same as 
last year, and the transversely-finned light 
alloy drum brakes are retained in prefei 
ence to disc-type, although provision and 
space has been allowed for the latter. 

Greatest difference is found in the 
“power house” where the new Coventry- 
Climax 114-liter FPF racing engine is 
installed. This has been carried out in an 
unusual manner, mainly since it was de- 
sirable to use the existing basic chassis 


design with its well-proven detail. To 
keep “top-weight” to a minimum and to 
get clearance for the carburetors, the 
unit has been mounted at an angle of 18 
degrees to the right (looking at the rear) . 
In addition, it has been installed in the 
frame with the rear of the engine inclined 
upwards at an angle of five degrees, to 
obtain lining-up of the gearbox universal 
joints with the transmission half-shafts 

\ Citroén gearbox casing is still used 
to transmit the power to the rear wheels, 
but for 1957 a completely new set of 
internals has been designed and is in the 
process of machining. With the new type, 
all gears are quickly removable and indi 
vidually changeable to provide a compre 
hensive variety of ratios 

Car weight is up, due mainly to the 
extra 60 Ibs. of the FPF engine and the 
larger radiator necessary to cool it. It has 
however, a power bonus of around 40 
bhp, so the extra weight should be no 
great disadvantage. 

Weight distribution is hardly affected 
and is around 44/56 with the prepon 
derance on the rear wheels —a disposi 
tion which is becoming ever more neces 
sary with the wheelspin bogey of light- 
weight machinery with a _ surplus of 
power. The extra weight of the new en- 
gine has also been offset to some degree 
by the fitting of a three gallon (Imp) 
light-alloy oil tank in the nose of the car, 
secured by elastic cords. 

Fuel crisis permitting, the battle be 
tween British and Continental FII ma- 
chines in 1957 will be one of the high- 
lights of the season. Albert Douglas 





Foreign Car Parts 
LARGEST STOCK IN U.S.A. 


BRITISH CAR PARTS 


HEPOLITE-—Piston & Rings 


WELLWORTHY-— Pistons & Rings 


JAMES-— Valves & Guides 
TERRY-—Valve Springs 


Immediate Delivery 


GERMAN CAR PARTS 


KOLBENSCHMIDT-—Pistons 


ATE—Lockheed Brake Parts 


ATE-—Valves, Ring Sets 


: PAYEN-—Gaskets & Oil Seals 

, BORG & BECK-—Clutches 
LOCKHEED & GIRLING—Brake Parts 
LUCAS— Ignition, Lamps, etc. 


F & §—Clutches 
REINZ—Gaskets 
GREER— Oil Seals 





i GLACIER Engine Bearings SW F-—Windshield ee Motors 

i VANDERVELL-—Engine Bearings FRESE-—Bumpers & Mirrors 

RANSOME & MARLES-—Ball & Roller GLYCO-—Engine Bearings 

Bearings BOSCH-—Spark Plugs & Ignition 
WHITELEY—Water Pumps, Tie Rods, Universals Also JWIS Timing Chains, COG Fan Belts, VARTA Batteries, KITTEL 


Also top lines of Radiator Hoses, Fan Belts, Oil Filters, Brake & 


Accessories, and many other leading lines of German replace- 
Clutch Linings, KLG Spark Plugs, and many others. 


ment parts. 


WHOLESALE ONLY. 


BECK DISTRIBUTING CORP. 


72 East 131 Street, New York 37, N. Y. 


Dealers may apply for catalog. Catalog for dealers only. 
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JUNE ’57 


IN YOUR 


e VOLKSWAGEN 
ePORSCHE 


Write For FREE 
LITERATURE ON 
CAM GRINDS 


For 
FOREIGN CARS 


ED ISKENDERIAN 


607 No. Inglewood Blvd. Inglewood, Calif. 
Dept. SC Phone: ORegon 8-7791 











Clem Atwater Sports Cars 


15531 Ventura Bivd. 
Encino, California — Phone State 9-6176 


MERCEDES BENZ — MORRIS 
BORGWARD — JAGUAR 
MG — ALFA ROMEO 
AUSTIN — AC ACE 


‘Where the stars buy their cars.” 














upholstery faded or worn? 


RAM(@OTE 


FLEXIBLE 


Restores — Colors 

Protects Leather, 

Leatherette and 
Vinyl! Plastic 


Wor't chip or peel. Water- 
proof — fadeproof. Use on 
Luggage, Sports Equip- 
ment, Lounge Chairs, etc. 
See your local dealer or 
write for FREE informa- 
tion and color chart. 


RAMCOTE PRODUCTS 
1141 W. 69th St. 
Chicago 21, Ill. Dept. SC-6, 





Is your leather or plastic 


RamCote restores the 
Original color and texture 
to your car's upholstery. 
You can change color, 
F f N I Ss i b Ss too! Available in eleven 
standard colors and clear. 
Any shade obtainable by 
inter-mixing colors. Easily 
applied, brush or spray. 











Nuvolari 


(Continued from page 17 ) 


but was not depressing the clutch all the 
way. When he’d let the clutch back out, 
the box would still be in fourth. With 
Nuvolari’s driving style, which seemed to 
rely so little on the brakes, this provided 
plenty of excitement for the spectators. 

In the first corner of practice, the Mag- 
nette spun four times. The next corner 
in a little town on the course called 
Comber, they called at a butcher shop 
door traveling backwards. The famous 
hairpin called Dun Donald found them 
going straight on towards Belfast. At this 
stage, Hounslow, slightly shaken, sug- 
gested a call at the pits. Here the Italian 
speaking member explained that in chang- 
ing down, as well as up, the clutch pedal 
had to be depressed all the way. 

The end of practice confirmed what 
many had believed, that the 1100 had 
been handicapped right out of the race. 
Hugh Hamilton, with the 750 was lapping 
at 75 mph with apparently something in 
hand. This was just three mph slower 
than the best that Nuvolari had been able 
to wring out of the 1100. With a race 
distance of about 465 miles, it could be 
assumed that it would take six hours to 
cover the distance. Elementary arithmetic 
shows that from the practice speeds 
Nuvolari could hope to make up some 
18 miles on Hamilton. The handicap, 
however, gave Hamilton two laps, or 28 
miles and a slight time advantage. 

It isn’t difficult to imagine what must 
have been going through Nuvolari’s mind 
at the start of this race. Completely 
isolated from his sponsors and crew by 
the barrier of language, totally unfamiliar 
with the car, and with the continental 
driver’s distrust of the opposition, which 
the English until this time had always 
been, who would blame him if he had 
felt, after the results of practice, that he 
was in the enemy’s camp? It doesn’t take 
much imagination to see one of the top 
notchers of today developing a sudden 
case of flu or food poisoning in a similar 
situation. Nuvolari never gave any indi- 
cation of being discouraged or of quit- 
ting and he effectively demonstrated that 
if you wanted to beat him, you had to 
go the route. 

At the start the cars were sent off with 
the before mentioned time allowance. 
First away were the unblown 1100's. Thir- 
teen seconds later the blown 750’s, all 
MG Midgets, screamed off in pursuit. One 
minute and thirty-five seconds later, the 
unblown 1500’s and blown 1100's, MG 
Magnettes, were waved away with Nuvo- 
lari off to what looked like a bad start 
and trailing. Five minutes and thirty-nine 
seconds later the largest cars in the race, 
the 2.3 Alfas and an Invicta left the line 
to try to overtake the smaller cars. 

From the start Nuvolari showed un- 
canny judgment. The 750 MG crew felt 
they had it in the bag and Nuvolari 
gambled they wouldn’t start the race in 


a hurry unless pushed. He deliberately 
kept his speed down for the first few laps 
gaining valuable time in familiarizing 
himself with the car and the course, sort- 
ing things out for what he knew was 
going to be a furious battle. The only 
other cars in the race that could be a 
threat were the Alfas. Nuvolari knew 
them and discounted them. This judg- 
ment was borne out at the end of the 
race, the fastest Alfa averaging over the 
distance only a fraction of a mile per hour 
faster than Nuvolari and outclassed on 
handicap. The dodge worked; nobody 
suspected, Hamilton turned in laps at 
around 73 mph and Nuvolari slowly edged 
up to lead the blown 1100’s. Precious 
experience gained and the quarry he was 
so careful not to frighten hadn’t profited 
by it at all. Hounslow remembers won- 
dering “‘what’s coming off?” Nothing is 
recorded about what the pits thought, 
but it was obvious that Nuvolari wasn’t 
hurrying. In about four laps, or fifty 
miles, Nuvolari, ready now to move, 
raised the blown 1100 lap record to 77.69 
mph and immediately after to 78.18. The 
750 pits caught on, warned Hamilton and 
Hamilton started to scamper. 

Nuvolari applied the pressure, each 
new lap faster than the last until near 
the midpoint of the race, his fastest lap 
stood at 80.19. In answer to this, Hamil- 
ton had taken off all the wraps and es- 
tablished a new 750 record at 75.54. To 
borrow an English phrase, ‘““The fox was 
amongst the chickens.” 

Mid-point of the race arrived, Nuvolari 
and Hounslow pulled in to refuel and 
change tires, all of which had begun to 
show the breaker strip. Up to this paint 
Nuvolari’s impression on Hamilton's 
handicap lead had been heartbreakingly 
slight. While the Magnette was in the 
pits, Hamilton, in preparation for his own 
pit stop, turned in another 750 record lap 
at 75.77 mph. 

In the pit stops Nuvolari got the break 
he was waiting for and he earned it. He 
and Hounslow, working as a perfect team, 
filled up with water, oil and fuel, and 
changed all four wheels, In spite of the 
fact that Nuvolari must have felt he was 
battling the whole world, never a sign 
of temperament occurred. When all the 
pit necessities were attended to, Nuvolari, 
true to instinct, picked up the hammer, 
walked slowly around the car and care- 
fully rapped each wheel nut. Their pit 
stop took three minutes, nine seconds. 

The Magnette had hardly gotten away 
before Hamilton called in. No language 
difficulties in this crew, but Nuvolari was 
doing the impossible and had made him- 
self felt. Words passed and tempers flared 
immediately. The pit stop turned into a 
mad scramble. Fuel was spilled; jacks 
wouldn’t work; filler caps were left un- 
done. To top this frenzy off, the starter 
refused to work. This lack of pit discipline 
added up to a seven minute, fifteen second 
pit stop and put the flying Italian within 
striking distance, 

Nuvolari immediately moved in _ to 
capitalize on his break, raising the lap 
record to 80.22. Hamilton refused to panic 
and answered with a lap at 76 mph. 
Nuvolari relentlessly keeping the pressure 
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This blistering pace was not without 


incident for Nuvolari and Hounslow. 

Passing another Magnette they drew him GROU © ACCIDENT INSU RANCE 
on into a flat out bend, the other driver 
lost control and Nuvolari exerted every zi 
ounce of skill in avoiding the sliding exclusively for 


gyrating car. As though to prove that 
nothing could rattle him, Nuvolari’s next 

lap was another record 80.88. Other than SPORTS CAR OWNERS 

ee Sheree eee Sane eee PAYS UP TO $100,000.00 for any accident resulting in death or loss 


off hub to initial a telephone pole Houns- 
low, in contrast to the way the spectators of any ONE hand, eye or foot. 


saw it, found little to be concerned about 
with his ride, so took an occasional nap! 

The intense battle between these two 
cars monopolized the attention of every 

















IMPORTANT INFORMATION 














spectator, Hamilton must have thought 
of what other drivers had sworn too — ti: Savings to 50% from regular rates. 
Nuvolari was, in league with the Devil. 
Never for a moment relaxing the pres- a 100 x Principal Sum paid for loss of any one hand, 
sure, Nuvolari was inexorably closing the foot 
gap. Another record lap at 81.05 by eye or Toot. 
aay te amt eseg ia es ae. 3. 24 hour protection on the road, at home, at work 
by Hamilton that established a new 750 ’ ‘ 
record at 77.20 mph, This was faster | in the air, around the World. 
than the record lap for blown 1100’s the : 
year before. Here, in what seemed almost 4. Underwritten by the World’s oldest Insurance or- 
demoniac pursuit to the observers, Houns- . . ‘ 
low sane. that an Alfa they had passed ganization, Lloyd s, London. 
began to overtake them on a narrow 
Straight. Nuvolari didn’t hesitate, but GROUP RATES to age 65* AMOUNT ANNUAL PREMIUM 
pulled over, slowed slightly and waved : 
him by. In the next winding section, they - $100,000 $105.00 
passed him again and without the slight- 50,000 52.50 
est trouble. There’s a moral here some- 25,000 26.25 
peace. 10,000 11.00 
After 514 hours the average for Nuvo- 
lari was 78.26. For Hamilton, 73.24. Things *Rates for ages 66-80 available upon request. 


were getting so close that it was either 
man’s race. The pits called on both for 
greater efforts. Nuvolari, sensing the kill, i MAIL COUPON NOW! 
responded by pushing Hounslow down on 

the floor boards and turned in a fantastic 
lap at 81.42. Hamilton had given all he 
had and returned a lap just a little under 
77 mph, 

Apprehension in the pits increased as 
the last lap approached. Both cars were 
running dangerously low on fuel. At this PLEASE RUSH FULL INFORMATION AND APPLICATION TO: 
point Nuvolari had by unofficial timing 
broken the lap record for his class 13 
consecutive times. At the finish of the next 
to the last lap, as Nuvolari was preparing 
to pass Hamilton into the lead, Hamilton 
pulled into the pits for fuel and the 
Magnette led on time as well as fact. 
Half way through the last lap, out in the 
lead, the Magnette spluttered and died. 
Hounslow instinctively reached down to 
turn on the reserve tank pump that 
Nuvolari didn’t even know existed and 
straightened up just in time to see the 
little Italian throw up his hands and turn 


to him in despair. When the Magnette : Pema ertane Roweaiory Ot Eng 
tion with an Important Function 


Professional Associates, Administrators 

Sports Car Owners Group Accident Insurance 
Suite 863, 120 South La Salle Street 

Chicago 3, Illinois 
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fired off the reserve tank, his grin was a Real Morocco Leather — Original * > , 
a1 we ; we Factory Design Medallions in Jew . 

mile wide. 
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The 465 mile race was won by 40 ane Available: Alfo, AH, Jag, MG, 


seconds over Hamilton with the Magnette eens, oneal, SR, Sis Original English 
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spluttering over the finish line on a dry > J : $].50 and many Replacement Pedal $ 00 
tank. rv iain Pads to fit your i PR 
Hounslow’s remarks on Nuvolari? “He ti A (Calif. add 4%, Tax) MG-—TD or TF 


had guts and style and a lot of something 
that I can’t explain. There'll never be 
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else to add. He was Jl Maestro — and 4 CRestview 1-3775 BEVERLY HILLS 
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IN CANADA 


MOTORSPORT ACCESSORIES 
98 PINE LAWN — LONDON 


Headquarters for all 
types of sport and 


foreign car accessories 


Badge Bars 7.95 
Average Speed 


Calculators 4.25 
Driving Gloves 7.95 
H. J. Crash Helmets 

and Visors 36.00 


Head Lamp Stone 
Guards 8.50 


WE SHIP ANYWHERE 
WRITE FOR PRICE LIST 




















RIDE IN A 
““‘D” JAGUAR 


Dunwoody Records Presents 


“SPORTS CARS 
AT 
ROAD AMERICA” 


Ride in a “D” Jaguar around the fam- 
ous ROAD AMERICA course on a 45 
RPM record. Recorded from left hand 
seat of a “D” Jaguar. Most realistic! 
Reverse side has start of feature race, 
June, 1956. Also cars zooming by at 
over 100 mph. Map of Road America 
included with guide to follow sound 
around the track. 


ONLY $1.00 PER RECORD POST PAID 
Dunwoody Records, 
Box 666, Elm Grove, Wis. 


COMING ROAD AMERICA EVENTS 

June 22-23—National Championship 
Races (SCCA) Sports Car Classic, 1 50- 
mile Final 

July 27-28—Grand National Stock Car 
Race 250 Miles (NASCAR) 

Sept. 7-8—Endurance Races (SCCA) Fea- 
turing Sports Cars Road America 500 
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Canada Class 


(Continued from page 21 ) 


THE AUTOSPORT SPECIAL 


The first-place winner of all the Can- 
ada Class races held during the 1956 
season was the Autosport Special. This 
car was built at Autosport Equipment 
Ltd. of Cooksville, Ontario which is 
owned by Jack Wheeler and Bob Hanna. 

The Autosport Special was built around 
an English Buckler Mk XV frame. This 
is a multitube space frame designed to 
take all Morris Minor components such 
as steering, suspension, and rear axle. The 
Buckler frames are carefully engineered 
to keep weight to a minimum, and yet 
are very strong and have ample stiffness 
to prevent changes in _ suspension 
geometry. Total weight of the frame is 
60 pounds, 

The Morris Minor rack and pinion 
steering gives 214 turns from lock to lock. 
The angle and length of the steering 
shaft was changed, to conform to the new 
low racing body, by using a two-piece 
shaft and a Boston Gear universal. 

Special wheels replaced the MM wheels, 
which are thought to be a little weak for 
racing. 

The SV Morris Minor motor is 
equipped with light pistons and rods, two 
one inch SU carburetors mounted on the 
special intake manifold, and an Alta OHV 
head which replaces the original flat 
head. Car weighs 1050 pounds wet, the 
weight being distributed 50/50. 


THE McCAW SPECIAL 

Second-place winner in Canada Class 
at the August 4, 1956 Harewood race was 
the McCaw Special. 

This is a true sports car and not a 
sports-racing car, as attested by the fact 
that Jim McCaw drove the car from his 
home in Kingston, Ontario to the course 
at Harewood, a distance of approximately 
250 miles, After competing in the race, he 
drove the car back home. This _per- 
formance is especially noteworthy when 
it is considered that the car was built in 
seven weeks of spare time, and Jim does 
not have much of that as he works from 
8 a.m. to 6 p.m. Since that time the car 
has been driven in the 1000 Mile Rally 
and other club events. 

Jim chose Standard 8 components as 
the basis for his “Special”. He was as- 
sisted in the construction by his engineer 
friend, Allen Slater, who drew the plans 
for the frame, The latter is a multiple 
tube space type, designed especially for 
these components. 

The entire front suspension (including 
the front cross-member) was unbolted 
from the Standard 8 and bolted to the 
new frame, after first lining it up with 
twine, wire and a level. 

The rear axle and rear suspension are 
also from the Standard 8. Rear axle gear 
ratio is 4.875/1. The 4.88/1 of the 
Standard 10 can also be used. Studebaker 
four-stud wheels taking 15 x 5.50 tires can 


be used to replace the Standard 13 x 5.25 
wheels and tires. 

Tread, front and back, is 48 inches 
and the wheelbase is 86 inches, thus giv- 
ing a good ratio of tread to wheelbase, 
which is important for good traction and 
handling. Most experts agree that the 
tread should not exceed 60 per cent of 
the wheelbase. 

The oil pan on the Standard 8 en- 
gine has been extensively modified to 
permit the engine to be mounted low in 
the chassis, yet to give adequate ground 
clearance. All moving parts except the 
valve mechanism were balanced. 

Clutch on the Standard 8 is hydrau- 
lically actuated, so no complicated link- 
age was necessary to transfer the pedal 
motion to the clutch. 

THE WITHEY BROWN SPECIAL 

An interesting Canada Class Special 
which appeared at the first Harewood 
meet was built by Michael Withey and 
Trevor Brown, both of Ottawa, Canada. 

Work on this car followed the purchase 
of a 1948 Series E Morris. This provided 
the frame, suspension and _ transmission 
for the new car. 

The chassis of the Series E Morris 
might be considered a semi integral or 
unit type in that it has an unusually 
light frame which depended on the body 
for much of the needed strength. The 
frame alone was considered too weak for 
the “Special” without some _reinforce- 
ment, therefore it was boxed by welding 
16 gauge sheet steel across the existing 
channel. It was further reinforced by the 
body framing, which consists of 34 inch 
thin wall 20 gauge tubing. The result was 
an unusually light frame having sufficient 
strength, and yet possessing the flexibility 
which is necessary, for a car using non- 
independent suspension, to have good 
handling. 

The Series E Morris employs a light- 
weight beam axle. Bushings, tie rod ends 
and wheel bearings were all replaced. 

Steering is through a two-piece shaft 
to a Morris 8 gearbox which gives 214 
turns lock to lock. The lower part of the 
shaft is Morris and the upper shaft is 
from a Hillman, as is the steering wheel. 
Front tread is 4514 inches. 

Rear axle ratio is 5.25/1. This was im- 
proved by installing 5.50 x 17 tires in the 
rear in place of the original 4.50 x 17. 
Rear tread is 4614 inches and wheelbase 
is 90 inches. 

All springs were modified to adapt them 
to the light weight “Special” by removing 
two leaves from each, after which they 
were refitted so as to be rather flat. 

A '49 Ford Prefect engine was obtained 
from a wreck, and was originally of 
1172cc displacement. It was bored .020 
oversize to true up the cylinders, then 
ported, and special racing springs were 
installed. Mike and Trevor obtained a kit 
of hop-up equipment from the Aquaplane 
Co., Oulton Broad, Suffolk, England, 
which specializes in the Ford engine. This 
consisted of a high compression head, a 
double manifold taking two SU carbure 
tors made especially for Ford, and a spe 
cial exhaust manifold. 

The drive shaft was shortened nine 


(Continued on page 6()) 
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Offy-Bandini 


(Continued from page 31) 


Lubrication is naturally dry sump, with 
a total capacity of ten quarts, eight of 
which are contained in the cockpit tank. 
The SAE 50 Oilzum operates between 185 
and 190 degrees F. as measured very near 
a main. Oil pressure can be adjusted by 
setting compression on a relief spring, and 
usually reads 90 pouads per square inch 
under hard acceleration. Believed to be a 
Fiat part, the Bandini radiator has been 
quite adequate and holds the water tem- 
perature between 185 and 200 degrees F. 

The seemingly characteristic vibration 
of the Offy has often frustrated attempts to 
mount generators on the engine, but this 
rig seems to have it licked. A Lucas gen- 
erator is hinged transversely ahead of the 
engine and driven at considerably reduced 
speed by a flat endless belt pirated from 
a Dumore lathe grinder. 

All this machinery will howl up to 8000 
revs if needed, and can approach its maxi- 
mum output anywhere between 6200 and 
7800 rpm. This flexibility is one key to 
its success, since Dave estimates its out- 
put at a modest 115 horsepower. As a rule, 
though, he tries to hold the Offy below 
6500 rpm, on behalf of the clutch, and 
here begins another tale, the hero of which 
is a machine shop. 

The nine pound flywheel is a completely 
special job, turned down from a sixty 


pound forging. It incorporates many neat 
features, such as integral fitting to, and a 
slinger for, the rear oil seal. Heavy drill- 
ing has both lightened the wheel and 
helped cool the clutch, while a TD ring 
gear and full starting group take care of 
that part of the regulations (and they 
usually do!) . 

Recessed into the flywheel face is an 
MG TD eight inch clutch cover and pres- 
sure plate, carrying six Jaguar competition 
springs rated at 225 pounds each. The 
plate itself has been lightened wherever 
possible, some 14 of an inch having been 
turned off the back. A Fiat ball thrust 
bearing replaces the English carbon-faced 
throwout ring. 

Since a Fiat gearbox is used, the clutch 
disc is basically of that make, and in addi- 
tion to having a solid center it has been 
sharpened up by the removal of the lightly 
arched springs between the facings. The 
latter are of Raybestos truck composition. 

It was no mean job throwing a housing 
around .all this, and the first step was the 
attaching of a 5/16 inch ground steel plate 
to the back of the Offy by means of six 
bolts around the big oil seal hole plus two 
bolts high at the back of the block. Just 
aft of this is a big adapter ring roughly 
three inches deep and formed of 3% inch 
steel, the two faces of which are Blanchard 
ground to be parallel within .0005 inch. 
A front flange allows this to be bolted to 
the above plate, while one inch slugs 
were so welded into notches in the back 
edge as to line up with the bolt holes in a 
modified Fiat bell housing, This alumi- 
num casting has been shortened and a 


new front bolt ring added by Heliarc 
welding. 

‘Two Hooke joints and a sliding spline 
allow angulation of the Fiat tubular drive 
shaft, but the rear joint bolts to a pinion 
flange that is Fiat on the outside and 
MG TC on the inside. The pinion, ring 
and carrier assembly are stock TC, crowd- 
ed into the 1100 Fiat housing by welding 
a larger bolt circle on the front and by 
extending the back bulge by 3% inch. An 
earlier welding job here had been inade- 
quate, causing both the oil and a pinion 
to go up in smoke, so the new dome is 
from the bottom of a Kidde fire extin- 
guisher and is good for 3000 psi. 

Rare bird among sports cars, the Offy- 
Bandini has a fully locked rear end. This 
was achieved in a positive manner by 
welding the Fiat axle bevels to the inside 
of the TC differential carrier. As a result 
the little bear has nothing but traction, 
both away from the start and out of cor- 
ners, and seems to handle better than 
ever. As for ratios, Dave has settled on 
the 4.87 rear after finding that the 5.12 
only burned up tires. 

When it’s all buttoned up and ready to 
go the scales read 1350 pounds for the 
Offy-Bandini, which is just as moderate as 
its minimal frontal area. Though its peak 
output is not phenomenal, the Offy gives 
it a wide top end of useful power, while 
the Bandini half sees that it goes to work 
in the proper manner. Few combinations 
have both been so unusual and so success- 
ful, and it was worth it to show what na 
tive machinery could do. 

—Karl Ludvigsen 
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Bill Huggler driving a 
D-Type Jaguar at Hare- 
wood, October 1956. 






FOR FURTHER INFORMATION 
WRITE C. W. CURRENT, 
25 SHANGARRY DRIVE, 
SCARBOROUGH, ONT 

OR TELEPHONE, TORONTO, 

BELMONT 3-8200. 


SPONSORED BY BRITISH EMPIRE MOTOR CLUB 


HAREWOOD 
ACRES 


10 MILES EAST OF 
SIMCOE, ONTARIO. 


APPROX. 180 MI. FROM DETROIT 
EAST ON ONTARIO HWY No. 3. 


APPROX. 76 MI. FROM BUFFALO 
WEST ON ONTARIO HWY No. 3. 


EVENTS FOR 
ALL CLASSES 
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Fuel and Oil Pressure Gauges 
Water Temperature Gauges 
Tachometer Cables and Heads 
Speedometer Assemblies 

Car Clocks and Ammeters 


Porsche, Mercedes, and Volks- 
wagen are just a few of the many 
European car manufacturers 
who specify VDO equipment. A 
full stock of all VDO original 
equipment, accessory gauges, 
clocks, standardized measuring 
instruments are always on hand. 
Distributors for VDO and 
ALL of EUROPE’S Best Brands 


COLUMBIA MOTOR CORP. 


245 West 56th Street, New York 19, N. Y. 





World Famous 
Sala-Sport 
DRIVING GLOVES 


$7.95 pr. 
Calif. 4% Sales Tax) 
Finest quality 
Italian leather. 
Two-tone 
brown with re- 
inforced double palm for positive 
non-slip grip. Immediate delivery. 


Ladies’ and men’s sizes: 6 to 10. 
SOLE U.S. DISTRIBUTOR 


VILEM B. HAAN 


BOX 54 
BEVERLY HILLS, 
CALIFORNIA 

Showroom & Offices: 

10305 Santa Monica Boulevard 


West Los Angeles 25, Cal Phone CRestview 1|-3775 











Specialists in Service for 
Jaguar - MG & Austin-Healey 
Now Specializing in 
LANCIA 


OSSIE & REG 


2800 So. Crenshaw, Los Angeles 
RE. 2-0470 


















American ¢ British © $1.56 ea. 
German ¢ French © italian $2.50 pr. 
Full coior chrome and 

enamel fits hood or other metal 
size 1%” x 2”, ready to install. 
Send 25c for Fully Illustrated 
Catalog of Emblems, Jackets, etc. 
STYLIZED EMBLEM COMPANY 
DEPT. S 1072-S NW. Wilten Pi.. Hellyweed 38, Calif. 
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(Continued from page 37 ) 


pressure here is 8 lbs., and it is said the 
hp consumption is 10. This implies an 
overall efficiency figure of 73 percent. I 
don’t know. When you allow for the fric- 
tion loss in the ball bearings this would 
require that the efficiency of the compres- 
sion process alone be over 80 percent and 
this is very close to the better jet engine 
axial compressors using contoured airfoil 
blades and internal compression. It didn’t 
add up. 

The few published road tests available 
showed indifferent results — some good and 
some poor. Interested auto bugs — includ- 
ing myself — were learning nothing fast. So 
at this point I took the bull by the horns 
and arranged to do a personal road test 
on a Latham blower to find out for my- 
self. I think you’ll be interested in the 
results. 

The test car was a moderately-custom 
ized 50 Ford coupe, owned by Dick Sher- 
man of Grand Ledge, Michigan (Bob 
Bryant Ford Sales of that city provided 
the facilities for installation) . The engine 
in the test car was a strictly-stock '55 Ford 
Mainline overhead-valve V-8, with 272 cu. 
in., Holley two-throat carb, 7.6/1 compres- 
sion ratio—and rated 162 bhp at 4400 rpm. 
Transmission was the standard ’50 Ford 
stick shift, tied to a 3.73/1 rear end. Total 
weight of the combo during the tests was 
about 3750 pounds. 

Installation-wise, the job took more time 
than normal because of the non-standard 
engine setup. Radiator hoses, etc. caused 
some space pinches, but nothing serious. 
The factory claim of three hours installa- 


tion time should probably be squared, 
though! Biggest advantage of the Latham 
along this line is that it’s strictly a “bolt- 
on” deal; no internal carburetor and fuel 
pump modifications are needed. We ran 
full standing-start acceleration tests with 
and without blower, and followed with ac- 
celerometer tests in a second gear over the 
speed range from 1000 to 5200 rpm; from 
these figures I was able to calculate the 
horsepower curves with and without blow- 
er—as developed at the clutch on the road. 
Here are those average results, corrected 
to 72° F. outside air temp: 


SUPER- 
STOCK CHARGED 
NN is iiss 4.2 secs. 3.7 secs. 
0-60 mph ......... 11.6 secs. 9.1 secs. 
Standing % mile .18.7(76mph) 17.1 (83 mph) 
Peak horsepower .. 135 195 @ 
3800 rpm 5000 rpm 
Peak torque ...... 230 Ib.-ft. 270 lb.-ft. 
@ 1800 @ 3400 


Due to the state speed limit laws we 
didn’t attempt top speed tests. But based 
on the above indicated horsepower boost, 
the true increase in top speed would be 
very close to 13 percent or, say, from 100 
to 113 mph. Fuel economy tests, run with 
a Zenith mileage tester, showed the fol- 
lowing: 


SUPER- 
STOCK CHARGED 
Steady 30 mph ..... 20.0 mpg 21.2 mpg 
Steady 60 mph ..... 18.6 mpg 19.2 mpg 


Frankly, the performance was a pleasant 
surprise to me. I was looking for a boost 
in acceleration somewhat less than that 
given by an equivalent McCulloch instal- 
lation, due to the fact that the McCulloch 
had the variable-ratio drive feature and 
gave more pressure in the medium RPM 
range. As it was the Latham performance 
was equal to a good McCulloch setup, at 
least from my experience with many of 
the latter. This could be because the 
Latham gives more pressure at the high 





Canada Class 


(Continued from page 58 ) 


inches. First, a line was drawn on the 
tube to enable the universals to be lined 
up properly after cutting. Then the re- 
quired amount was cut from the center 
of the shaft. The shaft was then clamped 
in a piece of 3 x 3 x & inch angle iron 
to hold it in alignment, and arc welded. 
The first bead was ground smooth and 
was given another bead, 


THE MILNE SPECIAL 


George Milne of Toronto chose a 1939 
Morris engine for his “Special”, The en- 
gine was bored .040 inch over standard 
and the compression ratio was raised to 
8.6/1 by filling the head. In this process 
the combustion chamber space is de- 
creased by welding. The head was then 
milled slightly to eliminate any warpage 
resulting from the welding. The welds 
were later ground smooth. By carefully 
measuring the volumes of each combus- 
tion chamber with oil, and grinding more 
on those having the least volume, George 
was able to get the volumes equal. 

Ilo improve breathing the engine was 


ported and relieved, and MG intake valves 
and MK II exhaust valves were installed. 
The stems of these valves had to be 
shortened and new grooves cut for the 
keepers. 

A Harman and Collins cam increases 
the lift from .250 inch to .275, and gives 
48 degrees of valve overlap. 

Connecting rods and crankshaft were 
polished and balanced. 

The special manifold has two SU 
carburetors and four separate exhaust 
pipes. George used sections from a Model 
A Ford manifold to convert round to 
square, since the intake ports in the 
Morris are square. 

A pump from a Prefect is now used for 
circulating the water. Originally the Mor 
ris depended on thermo-siphon. 

George used a combination of channels 
and tubes for the space-type frame of his 
“Special.” Part of an Austin chassis was 
used as the sub-frame. This provided a 
convenient means of attaching the springs, 
and serves as a base for motor mounts. 
It is augmented by a space frame of one 


inch diameter tubing. Edward Monro 
. . ’ 4 
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end; our manifold pressure rose over 6 
Ibs./sq. in. (gage) as the tach needle 
went over 4500 — whereas the McCulloch 
will show only 4 to 514 Ibs. under these 
conditions. On the other hand, when the 
McCulloch “shifts” into high ratio it will 
pull around 5 Ibs. at 3000 rmp crank 
speed. The Latham showed 2.7 Ibs. in 
the manifold at this speed on the Ford 
(these pressures were pinpointed with a 
calibrated aircraft instrument). The ob- 
vious conclusion is that, other factors 
equal, the Latham apparently produces 
more peak horsepower than the equiva- 
lent McCulloch installation, while the 
latter will show more torque, and at a 
lower rpm. 


The Latham blower gives a weird sen- 
sation of a progressively-increasing ac- 
celeration rate as the car speed builds up 
—although this is partly an illusion. As 
you know, with any “inertia”-type super- 
charger driven at a constant speed ratio 
to the crankshaft, the pressure output in- 
creases roughly as the square of rpm. Re- 
sult is a high torque peak, and an ac- 
celeration sensation that must be some- 
thing like that of a gas turbine engine. 
You can feel the Latham begin to “come 
in” just under 3000 rpm, and from that 
point on . . . well, it’s real good! 

Another interesting effect of this par- 
ticular pressure. curve is that the horse- 
power curve doesn’t seem to want to 
peak out. Our tests indicated a slight in- 
crease in hp between 5000 rpm and the 
point where the valves floated at 5200. 

In spite of all its brute performance 
the Latham blower doesn’t appear to be 
hard to live with day after day. The gas 
mileage is very decent, for instance. Our 
tests indicated a slight increase in fuel 
economy with the blower . . . maybe not 
enough to be a clinching selling point, 
but at least there is no apparent loss in 
economy. 


Noise-wise, the two blowers are com- 
parable. The Latham has a higher-pitched 
whine, but doesn’t seem to be quite as 
loud. Both can be effectively quieted with 
the proper air cleaners. The Latham has 
a starting problem in cold weather (be- 
low 25° or 30° F.), due to the long 
distance between carburetors and valve 
ports. We found that heavy choking was 
required until the engine is running 
smoothly (normally you can cut the 
choke part way as soon as the engine 
starts firing, but the Latham must be 
flooded for a few seconds in very cold 
weather). The Latham looks good from 
the standpoint of long-term durability. 
It doesn’t have the complex friction step- 
up drive of the McCulloch (which is 
its weak spot), but the Latham could 
show up weak on bearings. We wiped 
out a front bearing when we apparently 
got too much tension on the idler pulley 
spring; you would have to watch this. 
The belt pulley sizes are chosen to turn 
the rotors about 414 times crank speed, 
so it is practically loafing at a modest 
18,000 rpm when the crank is doing 4000. 
Any overload on the drive will merely 
slip the belt a little. The belt itself is 
a special Gilmer flat job, 114 inch wide. 
It has a neoprene body, textured nylon 
facing for maximum grip on the pulleys, 


(Continued on page 62) 























Fabulous BRISTOL 405 / world’s only four-door 


sedan built to exacting aircraft specifications... 


product of Britain’s world famed Bristol 


Aeroplane Co....Sole importers of the Bristol 405 


and all Bristol engine parts. 


S.H. ARNOLT INC. 153 E. Ohio St., Chicago 11 











DEFEND YOUR 
GRILLE 


@ BOLTS DIRECTLY TO 
THE FRAME 

@ NO HOLES TO DRILL 

@ RUGGED ONE-PIECE 
CONSTRUCTION 

@ EXCEPTIONALLY 
STRONG 

© “CUSTOM QUALITY’’ 
CHROME PLATED 

@ MADE OF 1” DIAM- 
ETER, EXTRA HEAVY, 
STRUCTURAL STEEL 
TUBING 

® CUSTOM DESIGNED 
FOR THE MGA 


18.75 


Price Includes 
Tax & Postage 
Sorry Ne C.0.D. 





J 
LICENSE PLATE MOUNT 


ACCESSORY ENGINEERING 
P.O. BOX 415, MANHATTAN.BEACH, CALIFORNIA 
Dealers Inquiries Invited 


MGA OWNERS 





PATENTS PENDING 


Price Includes 
oF | 75 & Postage 
_ Sorry No C.0.D. 


MOUNT YOUR 
FRONT LICENSE 
PLATE 
MEETS CALIFORNIA 
& OTHER STATES’ 
REQUIREMENTS 
License Plate must be 
at least 12” from the 
ground 
DRAG-PROOF 
BOLTS RIGIDLY TO 
FRONT BUMPER 
NO HOLES TO DRILL 
Uses same mounting 
holes as the British 
bracket 
RUGGED ONE PIECE 
CONSTRUCTION 
MADE OF HEAVY 
GAUGE ALUMINUM 
CUSTOM DESIGNED 
FOR THE MGA 
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THE BEST IN CUSTOM MADE BADGES 
COST NO MORE! 


Charmant Imports, manufacturers of foreign auto 
club badges, now offers your club a custom made 
badge at a price your treasury can afford. For 
prompt estimate, send us your sketch or idea, and 
the approximate number of badges you'll need. 
All badges are made of durable solid brass with 
any variety of enameled colors. No limit on 
quantity (one item or thousands), shape or size! 
For details write: 


CHARMANT IMPORTS 
Garden City 22, New York 





* Exclusive Design 

* European Import 

* 14 Flags in Brilliant 

Baked Colors 

Handsome sculptured cen- 
tral medalion in antique 
silver finish. Solid brass 
backing plate with raised 
detail. Fasteners attached 


By mail only $395 
ea d 


pp 


10 Day. Money-Back Guarantee 


CAR CLUB BADGES — MADE TO ORDER 


ALL CHARMANT badges are produced in our European 
factory, are imported by us, and sold directly to you. No 
hidden extras. ‘*Impossible’’ designs fabricated with ease 


WE GUARANTEE COMPLETE SATISFACTION. 


$T. CHRISTOPHER BADGE 
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A. Noteworthy + 

Satisfyi n g 
Achievement” — 
THE NEW YORK 
TIMES 


“Big, bold, beau- 
tiful’—CLEVE- 
LAND PRESS 


“Expertly pre- 
sented ... excel- 
lent’’—Irving Des- 
for, Associated 
Press Camera Edi- 
tor 





2 a memaemeee: — ’ 


Enthusiastic praise like this greeted 
the world’s first COLOR PHOTOGRA- 
PHY ANNUAL in 1956! It was a sellout 
at newsstands everywhere! 


NOW—the big, second edition of the 
COLOR PHOTOGRAPHY ANNUAL is 
on the way—featuring completely new 
portfolios and pictures by such master 
photographers as: Briggs, de Evia, 
Groebli, Haas, Halsman, Karsh, Penn, 
Sterns, Winquist and others. 


PLUS 

e a strikingly illustrated, provocative debate 
on the NUDE IN PHOTOGRAPHY—Is it Art? 

© a symposuim by 15 famous photographers, 
critics and authors on IS COLOR CREATIVE? 

©@ a complete handbook for the color photog- 
rapher — with charts on filters for color, 
color temperature meters, instructions on 
color processing and printing! 
AND page after page of exquisite color re- 
productions—the largest collection of color 
photographs ever published in any single 
volume! 


Look for the 1957 COLOR PHOTOGRAPHY ANNUAL! 
On sale soon at all newsstands 
—only $1.00! 
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DON’T GET CAUGHT with your 
RESERVE DOWN, install a 
RESERVE REMINDER 
on your V-W now. 
$3.95 complete 


Kit includes light switch and directions 
15 Minute Installation * Money-Back Guarantee 
At Your Deaiers or Order Direct 


AUTOHAUS ACCESSORIES 
P. O. BOX 41, MADISON 1, WISC. 














COME SEE OUR GAINESVILLE 


“ENOCHE™ 


CHEROKEE WORD FOR SPORTS CAR RACE 


MAY 25-26 GAINESVILLE, GA. 











RALLY EQUIPMENT 
new accurate, legible 6” 

came binary-type computer 

for Sports-Car Rallyes, $7.50, 

in ww glove-leather case, 

$8.5 

ty w atch Holders: One piece 

black anodized aluminum, 

$2.50. California add sales tax 

Write us today. 

STEVENS ENGINEERING CO. (Dept. $) 
2421 Military Ave., W. Los Angeles 64, Calif. 














Latham Blower 


continued from preceding page 
and cable reinforcement for strength. 
Average belt life is said to be over 30,000 
miles, and horsepower capacity (without 
excessive slip) seems to be good (Belts 
can be a problem with the McCulloch) . 


APPLIED ENGINEERING 


The story wouldn’t be complete with- 
out a word or two about Mr. Latham’s 
clever solution to the complex problem 
of building a practical axial-flow com- 
pressor, with its hundreds of parts, in 
quantity at a reasonable cost. Until he 
came along nobody thought it could be 
done. As it is, even if his supercharger 
venture should go sour, his patents might 
very well put him in a comfortable posi- 
tion when the mass-produced automotive 
gas turbine arrives on the scene! His 
compressor is an extremely clever design. 

For one thing, all the blades, both rotor 
and stator — 363 of them — are of one 
style, stamped out of sheet metal like so 
much popcorn. The method of retaining 
the blades, always a tough problem with 
turbine engineers, is the meat of the 
design. The blades fit down into curved 
milled slots on the inner or outer edge 
of a ring, depending on whether it’s the 
rotor or stator. The slots are curved to 
correspond with the blade curvature. The 
side edges of the blades and ring are then 
milled off part way through the ring, 
leaving a substantial lip on both ring and 
blade at the base section of the ring. 
Then these blade rings are assembled 
with a series of spacer rings having cor- 
responding lips milled on them that 
overlap the lips on the blades and blade 
rings, and securely lock the blades in 
place. Rubber gaskets between rings seal 
the assembly. The whole is tied together 
by four long tie bolts. The same general 
layout is used for both rotor and stator 
sections but the stators have the blades 
pointing inward from external rings, 
while the rotors have blades pointing out- 
wards, rotating between the rows of stator 
blades. There are castings at both ends 
with annular (circular) chambers to 
handle the inlet and outlet air flow. All 
parts except the blades and _ bearings— 
including the tie bolts—are constructed 
of aircraft duralumin alloy to control 
weight. This has been held to 31 pounds, 
very close to the McCulloch’s 24. 

And, finally, I can assure you that Mr. 
Latham is not marking time on the de- 
velopment of this rig. He’s working con- 
stantly to improve the basic unit as well 
as to ready additional kits for new car 
models. A long-time bug of his has been 
to cut the pressure losses between the 
outlet volute chamber at the end of the 
rotor section, and the intake manifold. 
Our tests at 5000 rpm showed 10.4 Ibs. 
pressure in the volute and 6.3 in the 
manifold! This four pound loss of pres- 
sure is due to the rather restricted air 
passage area between volute and manifold 
adaptor. 

And, foreign car fans, don’t give up 
hope. Latham is working on kits for some 
of the more popular foreign sports cars 
of two liters and over—like Jaguar, Tri- 
umph, Austin-Healey, etc. 

—Roger Huntington 





D-500 R.T. 
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the same initial cant on both fast and slow 
corners. Once set, response to the wheel is 
very consistent. 

As could be expected, the new running 
gear is good in the ride department too. 
Small ripples and bumps do get through, 
but in a way that gives useful information 
about road conditions. Pitching over big- 
ger dips is at a minimum, though shock 
absorbing could be stronger, particularly 
at the front end. 

Also new, as mentioned, is the brake 
anti-dive feature, which really works. 
l'romping down on the wide, low-set pedal 
drops the nose only enough to give good 
traction. The brakes themselves, though, 
are another story, Last year’s D500 had 
12-inch Chrysler brakes, which were just 
adequate for that car. The '57 version is 
an even hotter performer all the way up 
the line, yet, thanks to the smaller wheels, 
is back to i. inch drums with a punishing 
vacuum boost rig. They just can’t do the 
job. 

Before the engine system is warmed up, 
the vacuum bellows itself tends to be balky, 
and even later it’s not on the job right 
away. The low pedal helps, being an easy 
toe swing from the accelerator, The first 
test stop was reasonably good, but after 
that the readings fell off fast as the vacuum 
assist belabored the linings and then gave 
up the ghost itself. Stops, such as they 
were, were all smooth and straight, though 
there was a tendency for one rear wheel 
to lock. Recovery, also, took quite some 
time. 

We haven’t yet educated our left foot 
to take care of braking, so it just flopped 
around in the ample floorboard space. 
With so much room, it’s odd that the 
dimmer switch should be so close to the 
left hand wall that it can’t be hit quickly. 
Footroom in front is very good for two 
people, but a third passenger has his feet 
high on a big gearbox tunnel, which is 
also crowded on the top by the heater con- 
troi unit. The back seat is even tighter, 
with much less legroom, and is a bore to 
get into. Headroom is remarkably good, 
though, for such a low roof line, and we 
actually had a six foot, four incher in the 
front seat with no trouble (no hat either) . 

In a day when knobs and instruments 
are regarded only as elements in a dash- 
board pattern, we think Dodge deserves 
credit for using a little good sense. Very 
near the driver’s line of sight is the hori- 
zontal bar-type speedometer, which ap- 
pears as a red line growing from the left. 
This is produced by red-painted areas on 
a drum which turns around a horizontal 
axis, like the first such Buick speedo, but 
in contrast it grows in five-mile incre- 
ments instead of steadily, making accurate 
reading very tough. For relative readings, 
though, it’s right where you want it. 

The next level down holds four engine 
indication dials (no warning lights) , and 
a clock, if desired. Below these are all the 
control switches; to avoid confusion they 
look as if they should be turned, and they 
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DEVIN FIBREGLASS BODY 


In 8 sizes. Wheel bases from 82 to 94 inches, 
treads from 40 to 52 inches. Complete body. 
Many extras available. Bodies for Crosley’s, 
TR-3's, ey 8 specials,—Anything that's 
of a size or shape to be called a sports car. 
Write for details one dealer nearest you 


All body sizes, incl., F.E.T. crat- $295. 00 


ing and trimming. 


DEALER INQUIRIES INVITED 


DEVIN ENTERPRISES 


P.O. Box 357, Fontana, Calif. 


TONNEAU COVERS 


* Corvette * Thunderbird 





* Mercedes 190 SL * Porsche * Alfa Romeo 
*MG * Jag and most popular sports cars 
*Late model American convertibles 


© Highest Quality * Custom Styling 


ROBBINS AUTO TOP COMPANY 
1453 Lincoln Bivd. S-6 
Santa Monica, Calif. 

















Ph. EXbrook 5-9174 

















VOLKSWAGEN roaD 
EMERGENCY KIT 





anytime. Kit includes: Distributor points, rotor, 
cap brush, condenser, generator brushes and 2 
spare fuses plus original VW wiring diagram. 
Complete kit $4.95 ppd. Kit plus 4 Bosch spark 
plugs $8.50 ppd. Send year and model, 
no COD's. 


please 














Hq. for German 
Bosch electrical 
equipment 





insurance against trouble anywhere, 


2600S W. VERNON AVE., LOS ANGELES 8, CALIF. 




















“D’ Type Jaguar Construction Kit $1.95 


Made in England. Mea 
ures 6-1/2x2-3/4xI- 1/2" 
to scale. Heavy plastic in 
British racing green; 
only wheels and seat 
need painting; has rac- 
ing numbers. Easily assembled 

with parts and cement provided. 
Only tool needed is a pair of scissors. 





Send 
remittance 












Other kits to follow soon: Mercedes of $1.95 to: 
W196, Aston Martin, Maserati, Fer- - 4 
rari, Vanwall, Connaught, Lotus. Dept. 6, 


R. GORDON & CO., 


SPORTS-GLAS BODY 2 


Inc., 32 E. 59th St., 

















NY 22, NY 





ANO 
$495 


° EASILY BOLTS-ON e 
$ YOUR CHASSIS!... “4 
3 (See COLLIER’S Sept. 14) e 
$ Beautiful FIBREGLASS gives sports car . 
@ = styling and performance at FRACTION OF USUAL COST! - FREE : 
© $295 SABRE—fits Crosley, Fiat or any 72-82" Wb i INFORMATION ¢ 
S $495 SPEEDSTER fits Ford, Chev, Jag & all 90-104" Wb. ; Sen? ?5¢ tor & 
$ ALMQUIST ENG. © DEPT. SC6 © MILFORD, PA. > 
” . 











SPARE PARTS TRAVEL KI 


by HANNIBAL will get you going 
emergency breakdown cases. 
versions for all foreign cars. 
sories at lowest prices. Special discounts. 
for free price lists (identify car). 


HANNIBAL SALES CO. 


in 90 % 


Basic and deluxe 
Also quality acces- 
Write 


T 


of 











250 West 57th St. Rm. 2414 New York, N. Y 





should. To the left of the column are all 
the light controls, those on the right be- 
ing for the heater, If you haven't already 
heard, the heating and defrosting system 
is one of the best available, with wind- 
shield cleaning nozzles that direct hot ait 
right at the vision areas. 

Just a quick motion away from the left 
hand are the five control buttons for 
Dodge’s new Torque-Flite gearbox, which 
is basically a simple three element torque 
convertor plus two planetary gear sets to 
give three forward speeds and one reverse. 
Chrysler has picked this route, instead of 
complicating the torque converter itself to 
get additional torque multiplication, The 
button panel provides a control for each 
gear, plus reverse and neutral, and as an 
excellent safety feature the engine is start- 
ed by pressing the latter button in all the 
way. 

The big Red Ram mill fired up quickly, 
both cold and warm, and was set to idle at 
525 rpm. This was high enough for fairly 
smooth running, but it did cause creep 
when stopped, and under these circum- 
stances there was some vibration, Othcr- 
wise the V-8 was dead smooth and silent 
at all speeds and loads, at least from in- 
side the car. When taking action photos 
we realized that the twin pipes really talk 
when backing off at high revs, though not 
enough to arouse the law. 

This is a well-balanced engine—not so 
big that it won’t rev, and not so small 
that it lacks torque. As a result it delivers 
plenty of usable horsepower all the way 
up the line, in spite of power accessory 
drives. Throttle response is good, but 
thanks in part to the Dodge’s high corner- 
ing power the carb will cut the engine 
out on prolonged turns. 

All the whirling oil under the floor was 
no deterrent to good times, we found, due 
to its very good control system. The throt 
tle position alone can select shift points 
all the way from crawling speeds to 75, and 
can’t do much better by “holding” 
with the buttons. Pressing “1” will hold 
it in first as long as you like, 10 
it doesn’t help much, and the upshift is 
Button “2” keeps it in the very 
second range, around town or on 
but it will force-shift into 
high at 72 mph. Conversely, if you leave 
it in “2” it'll downshift automatically when 
you drop cown to about 70 again—very 
in the Brain 
shift points, and a downshift 
when needed to either second 
or first, depending on speed. On the whole 
this is a very 
unit, 


you 
but over 


slower. 
useful 


twisty roads, 


professional! usual 
the 


is available 


as 
selects 


versatile, smoothly running 
which responds instantly to button 
selection. 

The engine 
undercarbureted 


hot (though somewhat 
at the top end), the 
transmission is very good for its type, and 
the rear suspension is one of the best we 
have here. Put together, these items haul 
the D500 off the mark in one very big 
hurry. Acceleration times are better 
last year’s version throughout the range, 
and particularly at the bottom end, thanks 
to the new low gear. 


is 


than 


This machine has a 
real hurtling feel as it unwinds up and 
up, and the boost stays there until well 


into the eighties. After 90 it levels off 


(Continued on page 64) 
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MG TD TF WINDWINGS 
(fit TR & some Morgans) 
Reg. $14.95—/ 

Special $9.95 pair 


CHAMOIS from England 
Finest obtainable $1.49 


LEATHER KLEEN 
Best plastic & leather 
cleaner made. $.98 can 


SIMICHROMPOLI metal 
polish from Germany. 
Even takes scratches 

off Plexiglass $.69 tube. 


d’ELEGANCE leather paint. 
Red, Black, 3 Greens, Blue, 
Bisquit, Brown, White, Dove. 
3 spray cans and 

cleaner, $8.95 kit. 
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Zip-out cockpit. Black, 





Custom TONNEAUS— 
M. Benz. 190 $39.50 








cars. $1.95 ea. 


tan, white; Choice of M G $29.95 
color trim. Jag Rd. $36.50 
Jag Convt. $42.50 
Corvette $39.50 
A. Healey $33.50 
T-Bird $36.50 
NEUTRA ROD. Hooks on radiator cap, neutra- 
lizer removes scale, rust 100% better than 


liquid solvents. Keeps radiator cleeean!—fits all 





from oil, eliminating 2 major c 


Give car—$2.50 ea. 





NEUTRA-PLUG for Sports Cars. 
case plug. Neutralizes acid, draws metal slivers 


Replaces crank 


auses of wear— 





Sport Car 
Reversible 


Blue, Red, 





SCARF— 


jersey. 


Emblem on one side. 
Sewn in head band. 


Green, Black, 


$2.95 each. State car. 








All sport cars incl. Ameri 
Black, $.49 each. 


’ EMBLEMS—Hoand screened on white felt. 


can. Red, 











RACING GocGtes | KEY FOB from 
England. Black 

—Rubber frames, 

anti “fogging.” leather. Chrome- 

Shatter proof lens silver & colored ’ 

$2.95 each. Extra enamel. Most foreign 

tinted lens $.50 each. | °°"S incl. Rolls Royce 

: * | $1.50 each. 





tampers—or Detroit car bumps 
while parked. Small, fits under 


Sport Car BURGLAR ALARM— 
Perfect for unlockable cars—Blows 
horn 15 sec. the instant anyone 


hood, switch on dash. $3.95 ea. 








Ol COIL “S 
by Runbaken. 
Three times 
hotter than 


size. $ 


GRAND PRIX Driving 
Gloves of Italy. Give 


7.95 pair. 





stock. Ends « 


BOOMERANG Fender 





for all cars. $22.50 
Special CONDENSER 
for perfect ignition 
“balance” $2.50 ea. 





Cars. 3 


$1.10 ¢ 





English, 


“ignition ~ 4 Mirrors $4.95 each. 
lag.’ Definite 
performance boost | TRIPLE FIRE Plugs for 


American Sport 
ies 4 Wis 


3/4” reach. $.98 ea. 


hrome ea. 





“How to Drive Like a Pro” boo 
for the new sport car enthusias 








Calif. people please add 4% 





Dept. A3 


FREE CATALOG ON REQUEST 


klet. Wonderful 
t—$.15 each. 








Sales tax 


Concourse— P. O. Box 1186 
Sherman Oaks, Calif. 
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AUTOSHOES 


These specially designed driving shoes of supple 
black leather have steel plates between the ball 
of the foot and the double sole in order to dis- 
tribute the pressure from the foot pedals over a 
larger area, thus peventing undue fatigue. A 
layer of sponge rubber between the soles cushions 
the hee! when walking. The outer sole is continued 
up the heel of the shoe, f ing the ter and 
taking the wear that comes from driving. Its flat 
shape also holds the foot in the correct position 
for pedal operation. The shoes, which come in 
a plastic drawstring bag, are extremely light 
weight (18 oz. a pair) and exceptionally com- 
fortable for long driving. Guaranteed to fit and 
to satisfy or your money cheerfully refunded. 
Sorry, no C.0.D. $12.95 ppd in the U.S. Calif. 
add 4% tax. Please state size. 

AUTOSHOES 
Box 34639, Dept. A6, Los ANGELES, CAL. 


SHOWROOM: Ed Lynch Sports Car Equipment, 
1449 Westwood Bivd., L. A. 24. 























SPORTS CAR DECALS 


High quality black and white decal sheets con- 
taining 6 individual sport cars, each about 3 
inches long. 
The automobiles represented are: The V W, 
Porsche, XK140, TR 3, MGA, and A H-100. Decals 
are easily transferred to glass, metal, plastic, 
ceramics, finished wood, luggage, etc. 

$1.00 per sheet, postpaid 

No COD’s please 
Dealers write for discount 


IVAN CLEDE P.O. BOX 95 
NORTH HACKENSACK, NEW JERSEY 























Fine Handmade LE MANS styled Accessories 
1. Aluminum cover strip to hide unsightly finish 
along outside bottom of car. $7 a pair. 
11. Threshold covers of engine turned stainless steel. 
$12 a pair. 
111. Stainless steel engine turned scuff plates for in- 
side of doors. $12 a pair. 
IV. Clips of engine turned stainless steel for top edge 
of door compartment. $5 a pair. 
V. Stainless steel engine turned spoke covers for 
steering wheel. $5 a set. 
Ali 5 Items Shipped Postage Free $30 
In Calif. add 4% sales tax — No C.O.D. please. 
Many fine handmade items for Jag, MG, VW, etc. 


Write to ERNIE HANELINE, Box 141 
SUNSET BEACH, CALIF. 











THE SAFEST FAST CAR 
IN THE WORLD 


2 litre Gcyl. with AC or Bristol Engine 
Al- Fin Brake Drums Wire Wheels 


Aluminum Body with Tubular Frame 
Independent Suspension Front & Rear 
The Quality Production Sports Car 
CHARLES E. KING, £50. 
954 W. CHICAGO AVE. CHICAGO 22, USA. 
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thing. “If Colin were ever to build a 
mousetrap,” said one driver, “I'd certainly 
hate to be a mouse!” 

This utter devotion that Chapman can 
inspire is a vital part of his organization. 
Many of his most valued co-workers are 
people whose main jobs are on somebody 
else’s payroll. The aerodynamic body for 
the Mark VIII, for example, was subjected 
to exhaustive tests, including wind-tunnel 
routines, and special rigs using the facili- 
ties of an internationally famous aircraft 
firm. Unfortunately the firm can’t be 
named, for this information would come 
as a surprise to them. Chapman just hap- 
pened to have a friend on the staff. When 
Chapman noticed that the Coventry Cli- 
max engine used in a fire pump would 
make an ideal lightweight power plant for 
a sports car, it required a lot of fast talk- 
ink to get the company to bother making 
the necessary modifications on such a 
small number of engines as he could or- 
der. In the course of his campaign he 
completely won over Wally Hassan and 
Harry Munday, designers of the Fire 
Pump. Now Munday is his principal con- 
sultant on engines. 

No matter how many volunteer helpers 
and well-wishers Chapman has, practically 
nothing about his future plans ever leaks 
out—for the simple reason that Chapman 
is a fanatic about keeping technical infor- 
mation under his-hat, The Jelly Joint on 
the Mark II was hidden from view by a 
special aluminum plate, and he never 
loosened or tightened the bolts when there 
was a chance anyone could see. It took the 
750 Club an entire season—during which 
Chapman cleaned up on trophies—before 
they wised up to the de-siamesed inlet 
ports on his Mark III. Coming more up- 
to-date, the first anybody at Lotus Cars 
Ltd. knew about the projected F2 was 
when the welders delivered a new frame 
one morning. Of course they had an idea 
that there was something new cooking: 
Chapman hadn’t been putting in as much 


time as usual at the plant. This means del 
velopments, for he does designing at home. 
When he departs from his usual secrecy, 
he always has a good reason. Associates 
were shocked, not long ago, when Chap- 
man shipped two Mark VI kits to Maserati 
—for cash. “Next year Maserati will be 
producing Lotuses,” they forecast. 
“Nonsense,” said Chapman. “First of all, 
they'll put Maserati engines in the Mark 
VI frames, and the frames will break. Our 
engines weigh 200 pounds; the Maseratis 
close to 400. So they’ll stiffen frames in the 
conventional way, and they'll be useless.” 
This is pretty much what happened. 
Chapman ended up with the profit on 
two kits, and Maserati ended up not much 
wiser than they were before. Until, that 
is, the following season, when Lotuses be- 
gan appearing powered by engines of es- 
sentially the same rating as the Maseratis, 
but weighing only the same 200 pounds 
the frame had been designed to take. 
Maserati had just tackled the wrong end 
of the problem; instead of stiffening the 
frame, they should have lightened the en- 
gine. Or, as they say in Kentucky: “Don’t 
raise the levee, just lower the river!” 
Chapman the driver is a good deal like 
Toscanini the singer: adequate but blood- 
curdling. Nobody is very surpricc* .»=¢t 
he’s prematurely grey, for the cou. 
is that if he had any nerves at all he’d 
frighten himself into general paralysis 
every time he came up to the starting line. 
Described as a “‘press on regardless’ driver, 
it is a rare event for him to lift his foot 
during a race. Only his highly developed 
mechanical sympathy keeps him from 
blowing up engines right and left, and 
only a benign providence keeps him safe 
and sound to collect the winner’s garland. 
As an engineer he maintains that any 
driver who spins off ought to be shot. As 
a driver he is constantly spinning off. But 
he hasn’t shot himself yet. 
His friends explain this very simply: 
there’s no money in shooting yourself! 
—Merwin Dembling 





D-500 R.T. 


continued from preceding page 


slightly, to a moderate but easily-reached 
top speed, 

Only a moderately clumsy foot is needed 
to break traction on the line, even with 
two aboard and plenty of gas in the tank, 
but rubber-burning is clean and control- 
lable. There’s none of the wild thrashing 
experienced with less clever Hotchkiss 
drives. Out in the clear, the D500 will 
loaf along at 80 or 90, and it just yearns 
to be urged up there. When doing so, 
though, we thought twice, since the brakes 
just aren’t up to it. 

Factory base price of the Coronet Lancer 
Hardtop is $2679, FOB Detroit. The D500 
engine brings this up, as mentioned, and 
Torque-Flite adds $220.05. With the ac- 


cessory packages on this car, plus power 
steering and brakes, the total came to 
$3367.29 list. We felt that the trim and 
finish were very good for cars of this class, 
and found the usual number of creaks 
and rattles that are standard equipment 
with convertibles or hardtops. You get a 
very good buy for your money in the num- 
ber and size of the parts used, and in the 
D500, the very original engineering used 
in their design, 

This special Dodge is suspended and 
powered, but not braked, for fast driving 
on US highways, and would be a fine fast 
touring car for a couple and their kids. 
Performance is excellent, as we expected, 
and handling is very good, as we had 
hoped. Try one, if only to bring yourself 
up to date, We'd hate to be in one of 
several foreign sedans with a D500 on our 


tail. —Karl Ludvigsen 























roe P= 








mae 





















Corvette R.T. 


(Continued from page 22) 


The same continuous flow of power held 
good during hard cornering and braking. 
Under these conditions with the dual-quad 
car, the contents of the carb float bowls 
were slung away from their intended ori- 
fices and left the engine gasping for fuel. 
There was no trace of this with the FI 
Chev, which feels as though it could be 
driven upside down. 

In all the recent prophecies concerning 
FI, we've been assured that fuel economy 
will be improved. In SCI’s tests, the FI 
version registered as much as 15 percent 
better gas mileage—in spite of a lower gear 
ratio. Part of this gain is due to the FI job’s 
10.5 compression ratio. In spite of the high 
compression our test car’s engine did not 
detonate even when lugging heavily in top 
gear. 

In the U. S. far more interest is shown 
in cars’ sheer performance than in their 
fuel economy and we therefore normally 
restrict our fuel consumption figures to 
ayerages obtained in overall running. But 
because of the novelty of FI and because of 
the fuel consumption claims made for it, 
we ran precise fuel checks at steady speeds, 
using a Donat Gauthier 1/10-gallon fuel- 
measuring burette. The surprisingly good 
results for so potent an engine are shown 
in the data table. They suggest the fuel 
economy that’s possible if you should 
choose to drive one of these injected cars 
sedately .. . which is not the kind of use 
they’re built for. More important, they 
indicate the improved operating economy 
that can be expected when FI does become 
sufficiently inexpensive to be fitted to 
normal touring cars. 

To get more expert opinion than our 
own on Chev’s FI, we turned our test car 
over to racing FI specialist Stuart Hilborn, 
asking that he drive it and give frank com- 
ment. This was Hilborn’s first behind- 
the-wheel encounter with Chev FI and he 
gave the car a careful, critical workout. 
Then he said, “It’s good. All I can find to 
criticize is its hot-start behavior and _ its 
complexity.” 

As an addendum to the performance fig- 
ures obtained, and to the comparison curve 
from our ‘56 Corvette test, we might men- 
tion the net horsepower ratings of the two 
1957 cars tested—in other words, the actual 
output at the clutch with all accessory 
leads subtracted. The injected engine de- 
livers 240 bhp at 5600 rpm, while the dual- 
quad rig turns up 230 bhp at 6000. Last 
year’s Corvette engine was very modestly 
rated at 225 horses, so the improvement 
this year is just what you’d expect from an 
added 18 cubic inches. 

Through a lot of flogging the Corvette 
clutch engaged clean and hard, yet was 
smooth enough to keep the car reasonably 
tractable in spite of its high low-gear ratio. 
There’s nothing silent about the cogs in 
this three-speed Chevy box, and second 
emits a fine, healthy whine which rises to 
a high-pitched scream. Low has a growling 
howl, and in that gear the floor-mounted 
shift stick has an annoying chatter. Shift- 


ing is very fast, especially from second to 
top and back again. Powerful synchro 
eases that downshift, while the responsive- 
ness of the injected version means no strain 
when double-clutching into the useful first 
gear. Chromed all over, the shift lever has 
aslippery feel. One test car had some sharp 
open threads just below the knob. 

Last year we beefed mildly about the 
Corvette’s behavior at a standing start, and 
in the meantime the horses have gone up 
while the rear suspension stayed the same. 
Now the rear end gets utterly out of hand 
when the clutch goes quickly home. The 
outboard-mounted leaf springs just can’t 
take it, and the whole axle shudders and 
bounces. It took a nice balance between 
engine revs and deliberate clutch slippage 
to provide a smooth yet catapulting get- 
away. Leaving some form of radius rods 
or Traction Masters off this car is like 
forgetting the shock absorbers on a Cadil- 
lac. Installation of Chev’s “Positraction” 
limited-slip differential is no direct solu- 
tion either, as it would only make it 
tougher for the right rear wheel to break 
traction cleanly without jouncing. 

The rear end is also the main weak point 
in the Corvette’s handling. Up to the point 
of breakaway the front wheels are slipping 
somewhat more, due to the forward weight 
bias and the front end geometry, so the 
car is basically a strong understeerer. As 
the roll increases in a corner, though, 
which it does pretty rapidly, the high gear 
roll center builds up a heavy loading on 
the outside rear tire. At this point all that’s 
needed to bust that wheel loose is a little 
more roll, a little tighter corner, a bit more 
speed or a bumpy surface. Any of these 
will ultimately cause rear end breakaway. 
\t low speeds on a twisty bumpy road the 
rear gives ample warning for correction, 
but it goes early and combined with the 
understeer and the sheer size the Corvette 
can be a handful. On faster and better 
roads it’s more at home, aiming and track- 
ing very obediently, but on, say, damp 
concrete in a 75 mph bend the back end 
can be most unruly. 

Steering is just quick enough to get out 
of most troubles but the strong caster ac 
tion means you have to work to do it. This 
is responsiveness to muscle, not will. Emer- 
gency-type cuts are hard to take because 
the slim-rimmed wheel is placed very close 
to the driver’s chest, and his arms get 
crossed up fast. The wheel itself is impres 
sive with deep finger notches and drilled 
spokes, but its appearance is out of scale 
with the massiveness of the rest of the 
Corvette. 

Generally, in fact, for a good-sized car 
the Corvette doesn’t have very much room 
inside. The dog-leg at the windshield cor- 
ner and the close-up wheel make it hard to 
get in and out, and the doors don’t close 
solidly though they do have a strong hold- 
open catch. 

To the eye the separately-adjustable 
seats look well shaped, but you still sit on 
instead of in them. Cushioning is firm and 
covering very smooth. Range of adjust 
ment isn’t wide; all the way back there’s 
just barely enough leg room for the me- 
dium to tall driver. There’s no excess room 
for the left elbow either. Head room is 
better in the convertible than in the hard 


(Continued on page 66 ) 














AUTOMATIC LUBRICATION 


FOR THE 


VW or 


PORSCHE 


WITH LINCOLN ENGINEERING’S 





Multi-Luber 


= No more searching for small lifts to 
fit your VW! No more careless attend- 
ants who force dirt into the grease 
fittings, and miss the hard-to-get-at 
fittings. You can now grease your car 
in 4 seconds — for only 4¢ — while 
you are driving (bearings in motian 
lubricate best!) Grease is forced into 
every fitting at 2000 pounds pressure. 
Pilot Light shows when lubrication is 
completed. Multiluber gives you that 
“just lubricated’’ ride every day, with 
absolute dependability (there is only 
1 moving part.) Easy installation. 


Vw: $29.95 Porsche: $34.50 


FISHER PRODUCTS 
21-25 44th DRIVE - L. I. CITY, N. Y. 


M-am SHORT WAVE 





Take the glorious sounds of hi-fi music with you 
with a Becker the radio so pre-eminent that 
Mercedes-Benz, car builder elite, installs it as 
standard equipment in their famous cars 
Foreign car enthusiasts can enjoy in the Becker 
a radio to match their car. The Becker is quality- 
built, product of magnificent West German 
workmanship 


Custom installations are available for the Volks- 
wagen, DKW, Borgward and other makes. Volks- 
wagen dealers are invited to call their distribu- 
tors or write direct 


Sole Importers 


WITTE IMPORT DISTRIBUTORS 
125 SO. 16TH ST., PHILA. 2, PA 


Dealer Inquiries Invited 


becker 





Cittutit hime 
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MOTOROLA RADIO 


COMPLETE = gman KITS 
MGA-VW-190SL *59%5 
AND OTHERS 


SPORT CAR RADIO CO. 
3717 NESBITT DR., N.E. 
ATLANTA 19, GA. - ME 4-5204 











See 


TECHNOTES 


366 Madison Avenue, N. Y. C. 17. 





FOR SALE 





BUILD Your Own Supercharger — Complete 
lans and instructions, $1.00. ‘Macous Products, 
x 135, Watertown 2, Conn. 
JAGUAR owners, Healey owners: Stainless Steel 
Flexible Exhaust Tubing Permanent replacement 
between exhaust pipe and muffler. Complete 
with heavy-duty clamps. Healey $5.50, Jaguar 
$5.95 (modified requires two) postpaid. Quan- 
tity inquiries invited from dealers. Wilco, P.O 
Box 1128-S, Rochester 3, N. Y. 
BRITISH ‘‘Apollo’’ Car Polish $1.75; Anti- 
septic Waterless Hand Cleaner In Handy Tube 
50¢. Combination package of both $2.00. Bob 
Horswell, Imports, Jermyn, Pennsylvania. 
LEOPARD design car robe and carrying case. 
Boldly attractive. Perfect for the beach, picnic, 
and chilly night at the drive-in. $5.25 ppd. 
Castle Creations, Box 82-S, Lyons, Illinois. 
CROSLEY 750cc Competition Special. Win 
Class ‘‘H’’ with this car you can build for less 
than $200. Instructions $2. Sportscar, Box 711-G, 
Columbus 7, Ohio. 
‘‘HELP Stamp Out Sports Cars.’’ This Jocular 
Decal for your windows. fs Detroit Dinosaur 
Drivers. Handsome Decal, Not A Sticker. De- 
livered Air Mail $1.00 Each. Sports Car Bazaar, 
6019—44th N.E., Seattle 15, Washington. 
V-W OWNERS Handbook 144 pages. 150 photos, 
charts, drawings. Full details repairing, mainte- 
nance. Every owner & enthusiast needs this fabu- 
lous authentic book covering all models. Just 
blished. $2.00 Postpaid. Floyd Clymer, Dept. 
I 1268 So. Alvarado, Los ies, Cal. 


AUTOMOTIVE EQUIPMENT 
THE Truth about Speed-Power-Mileage Equip- 
ment. Free Catalog. Write! Almquist Engineer- 
ing. Milford SC2, Pennsylvania. 


SPORTS CAR BODIES 


FIBERGLAS Sports Bodies — Easily bolts on 
Crosley, Fiat, etc. — $295. Jaguar, Ford, Chev, 
etc. — $495. Free Brochure. Almquist Engineer- 
ing, Milford SC4, Pennsylvania. 


MISCELLANEOUS 


BINOCULARS repaired, all makes and models. 
Authorized Bausch & Lomb, Zeiss, Hensoldt, 
and Bushnell dealer. Tele-Optics, 5514 Lawrence, 
Chicago 3Q. Illinois 
NOW Dismantling — All types foreign cars 
Jaguar, Porsche, VW, MGTD, MGTC, MGTF, 
Alvis, Anglia, Austin, Healey, Counsul, Hillman, 
Jowett, Morris, Renault, ver, Singer, Sun- 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. Sherman Mie Auto Wreckers, 12643 
Sherman Way, No. Hollywood, Calif. Po-50360, 
St 75479. 
HIGH Paying Jobs: Foreign, USA. All trades. 
Travel paid. Information. Application forms. 
Write Dept. 22K National, 1 Broad, New- 
ark. New Jersey. 
MG-A Owners: An Aluminum Valve Cover for 
our car. Highly Polished Cast Aluminum— 
dens valve noise. $22.50 Postpaid. Calif. 4% 
Tax. Send for free illustrated brochure. Dealer 
inquiries invited. Remco Accessories, 288 Sierra 
Dr., Walnut Creek, Caiif. 
RENT-A-Sports-Car in Miami! 1957 MG-A’s, 
Hillman Conv., others. Low rates include every- 
thing. For reservations see your travel agent or 
write: Hallmark Rent-A-Car Syuteme, 1500 
Northeast Second Avenue, Miami, Fla. (Division 
of Sports Car Center, Inc.) 
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top edition. In both cases visibility is 
good, the margin going to the hard top, 
and the curved windshield was distortion- 
free. 

The pedals are easy to distinguish, heel- 
and-toeing the brake and throttle being 
possible. Though the headlight dimmer 
and windshield washer pedal are hard to 
tell apart, the latter works very well, 

You have to stand hard on the brakes 
to get what stopping they can provide. 
Fade and low pedal came quickly both in 
our standard test and in hard mountain 
driving. One car suffered from unpredict- 
able pulling, while the other delivered 
straight smooth (but not fast) stops every 
time. The Corvette rear suspension is an- 
noying but since you’re not constantly 
clutching off it’s not a steady hindrance. 
We can’t say the same for the brakes, which 
are an omnipresent menace in this other- 
wise capable road car. 

A big red light just under the speedo 
gives warning when the pull-out hand- 
brake is on. Competition versions of the 
Corvette use this space for the tach, which 
would be an excellent production idea. 

This instrument panel was designed in 
1952, and while it was never legible it has 


now also lost most of its aesthetic appeal. 
You can see the speedometer, but the 
graduations are hard to distinguish, and the 
rest of the dials are useless while moving. 
They’re lit well enough, without wind- 
shield glare. Twisting the light control to 
the left turns on the two under-dash cour- 
tesy lights—handy for trips and rallies. 

A check of riding qualities showed up 
another rear end fault: A tendency to bot- 
tom solidly on more than a few bumps. 
This was very annoying and is again the 
fault of the springs. We ran pressure in our 
test car tires on the high side of thirty, for 
a variety of reasons all connected with our 
personal welfare, and the resulting ride 
was definitely jouncy on rough surfaces. It 
wasn’t too much softer with lower pres- 
sures. This tended to bring out rattles on 
both cars during the tests, but none were 
directly attributable to the Fiberglas con- 
struction. 

Last year the power and chassis of the 
Corvette were well balanced, at last, and 
the car was good all around. For '57 it’s 
faster, but the chassis is no longer fully up 
to the job. We hope that some of the re- 
search going into the Sebring SSR project 
will be diverted into production chan- 
nels. Our tests show that Chevrolet Injec- 
tion has a general margin over dual-quad 
carburetion, but this, frankly, isn’t saying 
much. The chassis is just at the end of its 
string, while the engine and injection have 
a great future ahead of them. The 1957 
Corvette may be the link between two eras. 

Griff Borgeson & Karl Ludvigsen 
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would be impossible to relocate, so ac- 
cepted the next choice. He reworked the 
portion of the member that passed in 
front of the crankshaft, to allow the ex- 
tended pulley shaft to pass through it, 
This was done by removing a “U” shaped 
section two inches wide and 2.75 inches 
deep. The “raw” edges this left in the oval 
tube were taken care of by welding a sheet 
steel filler in the gap. To further strength- 
en this section, a 20 inch length of light 
weight steel channel was welded along the 
bottom of the cross member. The jig used 
in checking to make sure no distortion oc- 
curred in this remodeling operation has 
since proved that no distortion has taken 
place under road conditions. 

The blower is a pretty close fit. Less 
than .125 inch clearance is available be- 
tween it and the rocker box on one side, 
and the intake tube on the other. The 
intake port of the blower projects through 
the hood and picks up cool air just above 
the boundary layer. 

The pressure side of the blower couples 
right up to the air intake tube just ahead 
of the throttle butterfly and, according to 
Porter, this is where the work began. 

Part-throttle mixture control is moni- 
tored on the Bosch fuel injection system 
by a vacuum line that comes off the in- 
take manifold. Under part throttle on light 
loads, depression, or vacuum, in the mani- 


PRINTED IN U.S.A. 


fold is high and under these conditions, 
the Bosch injector leans the fuel/air mix- 
ture to suit the conditions dictated by the 
amount of depression, Under blower pres- 
sure, since it was the opposite of depres- 
sion, the injector would obediently richen 
the mixture and choke the engine off at 
part throttle. Attempts to fit check valves 
didn’t cure it. Little information was avail- 
able on the internals of the injector, so 
Porter “got the factory on the horn.” 

After lengthy phone conversations, it 
turned out that setting the injector was 
to be a method of trial and error. Suitable 
tools were made up from standard sockets 
and with the use of an exhaust analyzer, 
erring always on the rich side, satisfactory 
adjustments were made. A complicating 
factor in adjusting the injector is that the 
two adjustments—full throttle and part 
throttle—are inter-related and thus one 
affects the other. 


Experiments with the ignition lead have 
resulted in a three degree retardation 
from the stock setting. The compression 
ratio remains standard at 8.55 to one. 

The first test of the car after the blower 
installation was a huge success . . . the in- 
creased torque ripping out the clutch by 
its roots. A 450 pound increase in plate 
pressure has apparently given a satisfactory 
clutch. 

Porter is enthusiastic about the results 
and rightly so. He’s gotten, by conservative 
estimate, a 30 per cent increase in bhp 
with more torque in the lower rpm ranges. 
Translated into acceleration, this is a 
healthy belt in the back. Besides, I know 
lots of people who would walk a mile just 
to hear that blower scream. 

Russ Kelly 


Se 


























There’s a groove in every curve... 


Well. that’s what it feels like! And that feeling—the 


solid road-gripping security, the superb sense of control 


and command—is something that only the genuine 


sports car can clve vou. 
What's the feeling worth? Very little. if vou’re not 


much interested in driving for its own sake. But if vou 


are, nothing man has ever built can produce the same 


dazzling surge of delight! 

Seriously, here’s a test you should try if you want 
to know just how much pure pleasure 
you can pack into motoring: Borrow a 
Corvette, pick astretch of wickedly curv- 
ing road that you really respeet—and 
bore into it. Surprise! What happened 
to the bends that used to set the tail wag- 


ging, the car drifting out toward the 


CORVETTE 
Re 


by Chevrolet 


for Corvettes! 





center line. the body tilting? Sure. they re the same 
curves—but this is the wav a ear ought to go round 
them. Flat. locked in its own lane, riding the radius as 
though in an invisible groove! 

What hind of a Corvette should you choose for this 
test? Any one, from the competition version with 


*) 


-h.p. fuel injection V8* and four-speed gearbox* to 


&: 
the butter-smooth Powerglide* town car. There are all 
sorts of engine, transmission and Juxury equipment 

options. But we make only one kind of 

chassis—the honest-to-Pete sports car 
kind, with road-holding no other ear in 
\merica can match! Try it—and see 
what it feels like to find a groove in every 
curve! . . . Chevrolet Division of General 
Votors. Detroit vA Vic h. *Opt 











Designer Donald Healey at the wheel of the new 100-Six in Nassau 


SETTING THE PACE FOR ’57 
The Austin-Healey now holds every /nternationa/ Class D record from one to three thousand miles 


Sleek lines, striking color combinations, convenient jump seat and 
luxurious interior features are the obvious part of the new 100-Six. 


The inside story is its terrific performance in competition and on the 
road. This new Austin-Healey’s big, trigger-fast six-cylinder power 
plant delivers acceleration and cruising speed to burn. 





Add extra large brakes, superb cornering ability and rugged body 
construction and you have the 100-Six...the pacemaker in medium 
priced sports cars. See it! Test drive it today! 


THE NEW 


Alustin-ttealey 


100=-SIX 





Specifications available upon request 


Represented in the United States by Fre a@embibwrae AUTOMOTIVE CORPORATION 
27 W. 57th Street, New York I9, N.Y. 
Sold and serviced through a nationwide distributor-dea/er network. 





